Railve ay Age 


een Xe EDITION 


M I NE R 


FRICTION DRAFT GEAR 
A-2-XB 








y-N =~) O) RORY DD ¢ 
RELIABLE 


W. H. MINER, INC. CHICAGO 














) RAILWAY AGE June 27, 1923 








<a s 





ES A ee Wer 











4 [ Gas-electric motor car y : 
The useot | 






















o> hs ¢ Oil-electric locomotive ) 























as 


w 
Ye > at 
. ‘= 


























ital 


{ Gas-electric locomotive D “th 











be 


Internal-combustion engines 
=—s/or motive power 


ay 





The advantages of electric power for 
transportation are now firmly estab- 
lished. However, it is not always practi- 
cal to bring the power from a distant 
station to the driving motors. 


With recent development in electric 
power generated by internal-combustion 
engines and G-E electric equipment, a 
new era has begun for self-propelled 
vehicles. 


General Electric, with 23 years of experi- 
ence in this field, manufactures electric 
drive for oil-electric and gas-electric loco- 
motives, gas-electric rail cars, and gas- 
electric buses and trucks, and offers you 
the advantages of their economy and 
reliability for operations to which each 
can best be applied. r 
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Power Brake Tests Progressing 
COMMENDATION only can be accorded the com- 
“ mon-sense and workable manner in which the power- 
brake rack tests at Purdue University are being con- 
ducted under the general supervision of the Mechanical 
Division Committee on Safety Appliances, and directly 
in charge of H. A. Johnson, director of research. The 
experience and practical knowledge of those who have 
made the operation of power brake systems a life study, 
have been utilized, not only in setting up the preliminary 
schedule of tests, but, subsequently, in carrying out of 
these tests. It has also been realized that, while the 
modern power-brake test laboratory at Purdue offers an 
unparalleled opportunity to study the fundamentals of 
brake action as well as many conditions of service, other 
service conditions cannot be duplicated in the laboratory, 
and service tests of those equipments showing promise 
must be made before final conclusions can be reached. 
This fact is clearly brought out in the following quota- 
tion from Mr. Johnson’s report: “Upon completion of 
the rack tests and the thorough analyzation of their re- 
sults, road tests will be conducted with such equipments 
as have shown sufficient merit during the progress of 
the rack tests. A tentative schedule of road tests is 
being drafted and, upon completion, will be submitted 
to all interested parties, including the Bureau of Safety 
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of the Interstate Commerce Commission, the manufac- 
turers, the Committee on Safety Appliances and the 
Committee on Brakes and Brake Equipment, for their 
criticisms and suggestions.” It is evidently the inten- 
tion to utilize to the fullest practicable extent all sources 
of useful information and experience in the further con- 
duct of the power brake tests, in order that wasteful 
moves may be avoided and sound conclusions reached 
without unnecessary delay. 


A Pleasing Arrangement 


T is a happy arrangement which brings together at 

Atlantic City, through the overlap of dates, the ninth 
annual convention of the Mechanical Division, A. R. A., 
and the thirty-first annual convention of the American 
Society for Testing Materials. The latter group is now 
holding its five-day convention at Chalfonte-Haddon 
Hall. With the one group, the outstanding railway or- 
ganization in the country dealing with railway equip- 
ment, engineering problems and maintenance and the 
other, the outstanding technical group in the country 
interested in the fundamental make-up and testing of 
all classes of engineering materials, the overlap of meet- 
ings occasions the bringing together of an unusual array 
of engineering talent. It is a situation which should 
be highly pleasing to both organizations, for with head- 
quarters less than a mile apart, it not only fosters closer 
relationship between the two organizations, but affords 
the railroad men in both organizations a fine opportunity, 
in part at least, to enjoy in each convention any special 
features in which they may be specially interested. 


Motor Coaches to Attract Patronage 


N examination of the motor coaches included in the 

exhibits in Marine Hall reveals three interesting 
and highly important trends in design ; first, increased 
comiort for the passengers; second, more attractive 
interior and exterior appearance of the coaches; and, 
third, changes in design to increase safety to the pas- 
sengers, equipment and pedestrians. The major por- 
tion of the motor coach routs operated by the rail- 
ways cover distances ranging up to 300 miles. The 
reaction of the traveling public to long trips in motor 
coaches has been more or less unfavorable. For a 
while it was quite common to hear passengers who 
had made long trips in a coach remark that they 
would not make another trip, owing to the discom- 
forts they had to endure. The coach manufacturers 
have recognized this unfavorable reaction and have 
designed coaches that, in many cases, are more com- 
fortable and pleasing in appearance than many steam 
passenger coaches. Comfortable seats have been pro- 
vided and so arranged that a limited number of the 
passengers can enjoy a view similar to that from the 
rear end of an observation car. Interior decorations 
have been worked out to please the most discrim- 
inating taste. The lighting arrangement has been 
improved, so that the passengers can read with ease. 
Throngh the medium of shock insulators, body vi- 
brations have been reduced to a minimum. Arrange- 
ments have been provided so that the luggage can 
be stored inside of the coach, over the passenger's 
seat. The passenger is thus able to watch his bag- 
gage and know it is out of danger from the elements 
and from being taken by mistake by a passenger 
when leaving the coach, which sometimes occurs 
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when the baggage is placed on the coach roof. Other 
minor changes in design could be enumerated, all of 
which would further substantiate the statement that 
the manufacturers are fully co-operating with the 
railroads to furnish motor coaches that will further 
stimulate the interest of the public in riding long 
distances, thus aiding the railroads to regain and 
hold the passenger traffic they have been losing. 


Co-Operative Relations 
with the inane 


read Monday by A. John- 

son and W. E. Gray, and also the ane read last 
week, Thursday by Dean Potter, all of Purdue Uni- 
versity, have aroused some comment as to why the 
Mechanical Division has riot done more towards utiliz- 
ing the laboratory facilities and engineering talent of the 
various technical institutions throughout the country. 
One suggestion has been that, instead of assigning all 
the research and experimental work to a single institu- 
tion, this work be apportioned among institutions lo- 
cated in different parts of the country so that more 
of the right kind of engineering students might be 
attracted to railroad work. Considering only the re- 
search and experimental work, the Mechanical Divi- 
sion would benefit by such a policy because of the 
knowledge placed at its 


HE two report 


greater variety of special 
disposal. 

The American Society of Mechanical Engineers’ Rail- 
road Division Sub-committee on Professional Service, 
received a large number of very discouraging reports 
from the mechanical engineering heads of universities 
and deans of engineering schools throughout the coun- 
try relative to the prospects for technical graduates in 
railroad work. One university of high standing aban- 
doned its course in railway mechanical engineering in 
1926 and a second institution has been seriously consider- 


ing the advisability of doing likewise. 

Since 1924 the American Railway Engineering As- 
sociation has had a Committee on Co-operative Rela- 
tions with Universities, some of the objects of which 


are to bring to the universities the results of the deli- 
berations of the American Railway Engineering Asso- 
ciation whe re such can be of value to them; the stimulat- 
ing of greater interest in the science of transportation 
among engineering students who may be inclined toward 
that branch of railroad work, and to serve as a means 
whereby the facilities of the universities may be made 
more directly available for the research work of the 
association by co-operative effort between their labor- 
atories and the committees of the association. 

Whether or not the Mechanical Division is warranted 
in creating a committee, similar in scope and objective 
to that of the A. R. E. A. Committee on Co-operative 
Relations with the Universities, is an open question. 
The fact that it is already co-operating satisfactorily 
with Purdue through its General Committee and several 
of its working committees, suggests that co-operation 
with other technical schools can be established through 
agencies, and there may be little need for or- 
ganizing another committee for such work. 

The Mechanical Division is the official organization 
department matters for the railroads in 


existing 


for mechanical 


ill sections of North America. Its decisions affect the 
thabitants of every county and state in the Union and 
every province in Canada where railroads run. The 
Mechanical Division does not confine all of its work 
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requiring operating tests to one railroad. It utilizes 
the facilities of railroads in various parts of the coun- 
try, and for very good reasons. Why not also utilize 
the laboratory facilities and talent of technical schools 
in different sections of the United States and Canada? 


The Wheel and Axle Manual 


HE Mechanical Division is to be congratulated 

on the success of its Wheel Committee under the 
leadership of Chairman C. T. Ripley, chief mechanical 
engineer of the Santa Fe, in completing the revision of 
the Wheel and Axle Manual and submitting it for adop- 
tion this year as recommended practice. Relatively few 
outside of the Wheel Committee itself probably realize 
the amount of effort involved in the preparation of this 
187-page manual which represents one of the most con- 
structive pieces of work turned out by a Mechanical 
Division committee in recent years. ; 

Wheel and axle work constitutes a highly important 
and costly item of mechanical maintenance, as will be 
realized from the fact that a single road owning about 
80,000 cars is said to spend over two million dollars a 
year on wheels and labor related to them. The function 
of the manual of minimizing this expenditure and 
promoting safe operation cannot be better expressed 
than in one of the introductory paragraphs: 

“From the cost viewpoint alone, the importance of 
wheel and axle work is such that special effort to estab- 
lish and maintain the best practices is justified. A still 
more important element is that of safety. Wheel and 
axle failures not only cause a large loss in property, but 
may endanger human life as well. Under these circum- 
stances, it is imperative that the railroads, private car 
lines and all outside shops use every effort to supervise 
their shop practices in such a way as to produce the 
best results.” 

The recommendation of the committee that on each 
road a staff officer or committee be assigned to give 
special attention to wheel and axle work deserves serious 
consideration in order that the most wide-spread dis- 
semination of the manual’s contents may be secured to 
all wheel shop men, and wheel and axle inspection 
forces. With the more or less constant change and 
improvement in wheel shop work, no manual of recom- 
mended practice can be a closed book, and the Wheel 
Committee particularly emphasizes its desire to receive 
suggestions for further necessary revisions. The gen- 
eral observance of fundamentals outlined in the present 
manual, however, will go far to effect highly desirable 
improvements in present practice. 


The Work of the 


Arbitration Committee 


O N Tuesday, the Arbitration Committee pre- 
sented, as usual, a very complete report setting 
forth the revisions of the rules to meet the new con- 
ditions set up by the reports submitted by other com- 
mittees of the Méchanical Division better to meet 
operating conditions. During the past year the com- 
mittee handled less than the usual number of arbi- 


tration cases, which can be interpreted as a healthy 
sign that the members of the association are getting 
better understanding of the rules 


and are perhaps 
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becoming a bit more reasonable in applying them, 
thus eliminating many unprofitable and unnecessary 
controversies. 

The changes recommended by the committee were 
almost all connected with the recommendations made 
by other committees, notably the recommendations 
from the General Committee, the Safety Appliance 
Committee, the Car Construction Committee and the 
Committee on Wheels and Axles. To understand 
intelligently the changes recommended by the Com- 
mittee, the reports presented by the above-mentioned 
committees should be carefully studied. New Rules 
26, 35 and 112 are proposed. Rule 26, which covers 
the application and repair of arch bars, was presented 
for the purpose of interpolating in the interchange 
rules the proposals of the report of the Committee on 
Car Construction. The introduction of Rule 35, which 
deals with the enclosure of hopper doors on gondola 
cars in interchange, was made at the request of the 
Transportation Division for the furtherance of safety. 

The proposed changes in the Rules from 68 to 98 
almost entirely deal with the recommendations made 
by the Wheel Committee, and were made to har- 
monize the requirements in the Wheel Manual. New 
Rule 112 was brought about by the action of the In- 
Commission in connection with 


terstate Commerce 


the settlement for rebuilt cars. The changes to the 
passenger car rules were made to agree with the 


recommendations of the Wheel Committee. 


The Report on Loading Rules 


HE repurt of the Committee on Loading Rules de- 
veloped a heavy discussion, in which not only the 
members but a number of shippers took part. The sug- 
gestion made last year by J. J. Tatum that the loading 
rules be revised and each rule be printed separately was 
turned down by the committee for the principal reason 
that the size of such a book would be too cumbersome 
for an inspector to carry in his pocket. It is recog- 
nized that voluminous instructions, as compared with 
those in condensed form, are not convenient for refer- 
ence by those who have to use them. The loading rules 
are a part of the rules of interchange, and it is essential 
that they be as concise and easily understood as it is 
possible to make them. All of the speakers, both mem- 
bers and shippers, complimented the committee on the 
work it was doing, and expressed the opinion that the 
rules were serving their purpose quite efficiently in their 
present form, 
A suggestion, however, may be offered which can be 
made a big help to some inspectors in checking up on 
the loading of specific classes of materials, especially at 
points where the loading is largely confined to a consider- 
able amount of one commodity, such as machinery, or 
sheet steel or pipe. Practically all railroads have stations 
on their lines where the shipping industries load only one 
class of commodity. Inspectors at such points are pri- 
marily concerned with the loading of that commodity. 
Each railroad may provide the shippers and its own in- 
spectors at such points with small books containing only 
the rules and drawings pertaining to the loading of the 
class of commodity. Inspectors at such points are pri- 
example, if an inspector is located at some point from 
which the only commodity shipped is machinery, he will 
be provided with a book containing only the rules for 
loading machinery and such general rules as are needed. 
Such books may either be made up of photostat copies of 
pages from the A. R. A. loading rules, blue print sheets 
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prepared in the drawing room, or mimeographed pages 
with blue prints or photostats of the drawings. They 
should eliminate the necessity of inspectors having to 
leaf through a lot of material with which they are not 
concerned, and can be provided on a practicable basis by 
each railroad to suit its own special conditions for the 
relatively small number of cases where but one class of 
material is handled in large quantities. 


Today’s Program 


HE final session of the ninth annual meeting of 
the Mechanical Division of the American Railway 
Association will be called to order in the Greek 
Temple on the Million Dollar Pier at 9:30 A. M. Day- 
light Saving Time. The program follows: 
Discussion of Reports on 
Wheels. 
Car Construction 
for Cars 
Election of Officers and Members of General Committee. 


Lubrication 


A. S. T. M. Opens Convention 
at Chalfonte-Haddon Hall 


HE first general sessions of the thirty-first annual 
convention of the American Society for Testing 
Materials were held yesterday at the Chalfonte- 
Haddon Hall, Atlantic City, following a busy day of 
preliminary committee meetings. At an early session 
announcement was made of the following newly elected 
officers of the society for the year 1928-1929: President, 
G. W. Thompson, director of the National Lead Com- 
pany, and, vice-president, K. G. Mackenzie, consulting 
chemist of the Texas Company. The newly elected 
members of the Executive Committee are Prof. T. R. 
Lawson, head of the Department of Civil Engineering, 
Rensselaer Polytechnic Institute; H. S. Mattimore, 
engineer of materials, Pennsylvania State Highway 
Department; P. D. Merica, director of research, In- 
ternational Nickel Company, and Samuel T. Wagner, 
consulting engineer, Reading Company. 

About one hundred papers and reports, a number of 
which will be of specific interest to railroad men, will 
be presented at the meetings of the society which will 
be held morning, noon and evening each day this week 
until Friday night. Following is the convention program 
in brief for the remainder of the week: 


Wednesday (Today) 


Fifth session, 9: 30 a. m—Reports on steel and magnetic testing. 

Sixth session, 9: 30 a. m.—Petroleum products, electrical insulat- 
ing materials and preservative coatings. 

Seventh session, 4 p. m.—Edgar Marburg lecture and award of 
Charles B. Dudley medal. 

Eighth session, 8 p. m.—President’s address and report of 
Executive Committee. 


Thursday 
Ninth session, 9: 30 a. m—Metals, corrosion, fatigue and prop- 
erties at elevated temperatures. 
Tenth session, 8 p. m—Non-ferrous metals and metallography. 
Eleventh session, 8 p. m.—Nomenclature, waterproofing, road 
materials and aggregates. 
Friday 
Twelfth session, 9:30 a. m—Brick, tile, refractories, slate and 
_ stone. 
Thirteenth session, 9: 30 a. m. 
age pipe. 
Fourteenth 


Cement, lime, gypsum and drain- 


session, 8 p. m.—Concrete. 
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Exhibit Closes at 12.30 P. M. 


T is expected that the Mechanical Division will ad- 
I ison it 12 noon today. The Executive Committee 

of the R. S. M. A. has ordered that the exhibits re- 
main open until 12.30 P. M. Exhibitors are requested 
to refrain from starting their dismantling and pack- 
n until that hour. 


; 


Ing Operati 


R. W. Retterer Dies 


which has saddened many convention 
the death of Mrs. R. W. Retterer, wife 


, 


of the mechanical engincer of the Big Four at 


Mrs. Retterer was taken very ill at the 


ug nheim Hotel on Sunday. The physi- 

cians called in to attend her decided she must have 

an operation and she was On her way to a hospital in 

Philadelphia on Monday when she suddenly died on the 

tween North Philadelphia and the Broad Street 

St e bod being taken to her home in In- 
ai 


Stop Off at Baldwin 


WO years ago we suggested at the close of the 
convention that the members take the opportunity 
and visit the Sesqui-Centennial Inter- 


to stop of 
xposition at Philadelphia. This year there 
occurs in Philadelphia, the day atter the close of the con- 
event of special interest to railway men. 
Che Baldwin Locomotive Works is to celebrate the trans- 
int from Philadelphia to Eddystone. The 
tart at 11.30 a. m., daylight saving time, 
| train will leave the Pennsylvania station in 
Atlantic City at 9.30 a. m., daylight saving time, going 
Baldwin, Pa. The plant is located on the Mary- 
f the Pennsylvania Railroad, 12 miles from 


program wil 


and a specia 


direct to 


land divisi 


the Broad Street station, Philadelphia. 
A cordial invitation is extended to all those visiting 
the convention, including the ladies, to make this trip 


pecial train as guests of the Baldwin Locomotive 


on the sp 





Some of the Members of the Entertainment Committee, Including the Chairman, J. 
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Works. Please leave your name at the Baldwin booth. 

President Vauclain will be in charge of the ceremony, 
and the speakers will include Secretary of Labor Davis, 
and the Honorable Alfred Dutton MacDade, judge of 
the Delaware County Courts. Ample opportunity will 
be given for the inspection of the plant and of the new 
administration building, which is said to be one of the 
finest office buildings in this country. 


Lost and Found 
OST—Badge No. 5412. 


By tration Booth. 
LOST—Diamond bar pin. 
of secretary. 


If found return to Regis- 


If found return to office 


LOST—Two cameras. If found return to office of 
secretary. 
LOST—Black cloth embroidered hand bag, contain- 


ing Marlborough Hotel key, room No. 150., Saturday, 
June 23. If found return to office of secretary. 


LOST—Blank note book. If found return to office 
of secretary. 
FOUND—Diamond pin. Call at office of secretary. 


Expression of Appreciations 
from Messrs. Bean and Phelps 


HE latest reports from the Atlantic City Hospital 
I are that Will Bean is resting very comfortably. 
It now appears that in addition to her other in- 
juries, his mother suffered a slight fracture of a knee 
cap, and the X-rays indicate that the injury to Mr. 
Phelps’ ankle is somewhat more serious than at first 
appeared. The patients, as well as Mr. Bean’s wife, 
have been deluged with expressions of regard and sym- 
pathy. 
The Daily has just received the following letter from 
Mr. Bean: 
“Everybody has been so very kind and helpful to 
Mother, Mrs. Bean and myself in our misfortune that 
we wish to express, if practicable, through the columns 


Ft ata 


W. Fogg, and the 


Vice-Chairman, Charles J. Nieman 








: 
; 
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of the Daily Railway Age, our very deep appreciation. 
We regret exceedingly the anxiety caused. 

“The flowers and other tokens are fine; the outpour- 
ing of most friendly and helpful sympathy, extraor- 
dinary. Mr. Phelps joins with me in this expression. 

“Apparently Mother, Mr. Phelps and I are making 
rapid recovery. With much appreciation, I am, 

Yours very cordially, 
W. L. Bean.” 


Registration Figures 
HE total registration at 3.30 p. m. yesterday 
(Tuesday) was only 53 behind the 1926 figure. 


Never before have there been so many railroad 
men and railroad ladies in attendance. 





0 922 7 24 1926 7 272 
M ani Divis V 875 999 1207 1410 1525 
| s¢s and S r Div n VI 364 376 427 48 493 
M Tra I Divis Vill 26 
Ra ad guests 688 
Railroad ladies 798 1008 1178 1191 1316 
Supply me : 75 2290 666 3122 2644 
Supply ladies 676 573 675 725 751 
Special guests 78 7 66 875 38 
Complimentary 239 

T 6073 6153 7 7803 775 


R. S. M. A. Committee 
Appointments 


RESIDENT-ELECT, Gilbert E. Ryder, of the 

Railway Supply Men’s Association, has thus far 

"made the following appointments for his term of 
omee : 

Fk. E. Dodson, United States Rubber Company, 
Baltimore, Md., who this year has acted as vice-chair- 
man of the Enrollment Committee, has been ap- 
pointed to the chairmanship of that committee. 

Ralph Brown, Adams & Westlake Company, Chi- 
cago, who this year functioned as vice-chairman of 
the Transportation Committee, has been promoted 
to the chairmanship. 


The Members of Transportation Committee: George 
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R. Boyce, Chairman, and Ralph Brown, Vice-Chairman 
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The Entertainment Features 


HE entertainment yesterday, including the Grand 

Ball last night, kept pace with the high standards 

which have been set by the Entertainment Com- 
mittee in its efforts this year to vary the program and, 
if possible, make it more effective. J. W. Fogg, chair- 
man, and Charles J. Nieman, vice-chairman, backed up 
by their associates, have made an enviable record. 

One feature, which was quite noticeable this year, 
was the splendid use made of what might be termed “our 
own talent.” The Reading Seashore Band, under the 
direction of John L. Snyder, has functioned on several 
occasions. The Pennsylvania Red Arrow Quartette 
gave an excellent account «f itself. Miss Viola Smart, 
who featured “Miss Canada” on Saturday evening, and 
A. McGowan of the Canadian National Railway, made 
most delightful contributions on “Canadian Night.” It 
was a real treat also to have Mrs. Edward Laterman sing 
at the Sacred Concert on Sunday afternoon. For years, 
as Miss Mary Currie, she accompanied her father, the 
late James C. Currie of the Nathan Manufacturing Com- 
pany to the conventions, and was almost invariably on 
the program at Saratoga. 

Howard J. Melaney, the tenor soloist from the 
Northern Pacific, again sang for us yesterday after- 
noon and evening. Mr. Melaney has the reputation of 
having developed as a singer in an extraordinarily short 
time—less than two years in fact. He spent his early 
life in Wisconsin and in 1910 moved with his family to 
Glendive, Mont., where they had staked a claim. It de- 
veloped, however, that he was not intended for the 
farming business and he managed to get a job on the 
Northern Pacific, firing out of Glendive. 

When stokers were introduced, Mr. Melaney realized 
that they were going to make his job easier and he made 
a particular effort to favor and get the most out of 
them. This attracted the attention of his superior 
officers and on one occasion he was called to Minne- 
apolis for a conference with representatives of another 
road which was planning on introducing stokers. Quite 
accidentally he came in contact with the operator of the 
broadcasting station in the Hotel Nicolet in Minneapolis. 
In talking over the broadcasting problem he was asked 
if he played an instrument. He replied, “No,” but that 
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he did sing a little \s a result he was asked if he 
would like to enjoy the sensation of singing a piece at 
a radio concert that afternoon. His performance made 
so great an impression that on the same evening, when 
one of the singers that had been announced failed to 
appear, he was asked to take his place. He received 
much favorable notice, both from radio fans and in the 
press, and thereafter, upon his return to Glendive, was 
asked more or less regularly to sing at broadcasting 
stations 

Madame Schumann-Heink, hearing of him on one of 
her trips to Montana, asked him to sing in a prelude 
to one of her concerts and made certain suggestions for 
following up his studies. To make a long story short, 
Mr. Melaney has since sung at 55 broadcasting stations 
from WJZ in New York to KFI in Los Angeles, and 
has a national reputation because of his ability as a 
tenor soloist. He is now connected with the traffic de- 
partment of the Northern Pacific and is in great demand. 
He came all the way from Seattle, Wash., to Atlantic 
City to favor us; Mrs. Melaney is with him. 

It was these numbers, given by the very best talent 
and yet of our own group, that helped to introduce a 
friendly atmosphere to this year’s entertainment that it 
would be hard to beat. 

The Grand March at the ball last night was led by 
President Smart, of the Mechanical Division, and his 
daughter, Miss Viola, accompanied by the chairman of 
the Entertainment Committee, J. W. Fogg: and by 
President Bateman of the Railway Supply Manufac- 
turers’ Association, and his wife, accompanied by the 
vice-chairman of the Entertainment Committee, Charles 
J. Nieman. The McKay Herald Trumpeters of Phila- 
delphia preceded the march and gave it a most effective 
setting. 

The sub-committee in charge of the Grand Ball in- 
cluded C. R. Naylor, chairman; L. J. McCombs, vice- 
chairman; L. B. Rhodes, S. L. Bateman, G. W. Deny- 
ven, A. G. Johnson, S. B. Wight, Jr., A. E. Biddle, 
F. W. Venton, W. B. Keys, C. L. Mellor, C. L. Brown, 
F. E. Symons, J. L. Rowe, E. E. Thulin, Bard Browne, 
and C. W. F. Coffin, master of ceremony 


Performance of Texas 
Type Locomotives 
HE Texas type locomotive of the Texas Pacific, 
which was referred to briefly in the description of 
the locomotives included in the track exhibit in the 
Daily of June 20, is similar, with slight modifications, 
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pertaining to the service of these locomotives has be- 
come available, which shows that they have given a 
splendid account of themselves both as efficient operat- 
ing units and as to maintenance costs. 

It will be remembered that these locomotives operate 
with a limited cut-off of 60 per cent with tandem type 
main rods which divide the load on the main pin between 
the No. 3 and No. 4 driving wheel crank pins (the total 
piston thrust is 168,500 Ib.); that they have 29-in. x 
32-in. cylinders, carry 255 lb. boiler pressure and de- 
velop a maximum tractive force of 84,600 Ib., which is 
increased to 97,900 lb. by the limited cut-off trailer 
booster. The trailer is of the four-wheel articulated 
type. 

The fact that some of these locomotives have been in 
service since late in 1925 has afforded a splendid oppor- 
tunity for a comparison of the locomotive of this general 
design with the Santa Fe type locomotives formerly in 
general use in the same service now being performed 
with the newer locomotives. In the case of the Santa Fe 
type locomotives, which are of conventional design, the 
life of a set of rod bushings averages about 15,000 miles, 
whereas the set of rod bushings on the Texas type loco- 
motives have been found to last approximately 25,000 
miles. This feature alone has effected marked savings 
in running repairs and has also increased the oppor- 
tunity to keep this power in operation for a much longer 
period before taking it out of serivce for the purpose 
of making repairs. 

The average cost per mile for running repairs of the 
Texas type locomotives runs about 20 cents per mile 
with about 50 per cent of their assigned mileage run 
out, whereas the cost of running repairs of the Santa 
Fe type locomotives with the same percentage of the 
mileage run out averages about twenty-seven cents 
per mile. 

In fuel consumption Texas type locomotives have also 
shown marked economy. The gallons of oil per 1,000 
gross ton miles consumed by these engines has remained 
41 per cent less than that of Santa Fe type locomotives 
consistently every month since the engines were placed 
in service in 1925. 

Running tests were made with these locomotives at 
speeds of 45 miles an hour, taking stremmatagraph 
readings to determine the strain in the rail under each 
wheel of the locomotive on straight, level track. These 
tests showed the weights on each driver, on the engine 
truck wheels and on the wheels of the four-wheel trail- 
ing truck to be properly distributed and that they pro- 
duce minimum stresses in the rail for a locomotive of 
similar weight. The average driving-axle load is 60,600 








TEXAS @ FAC! 











Texas Type Locomotive in the Track Exhibit 


to the first lot of these locomotives delivered in Novem- 
ber, 1925. Since the former article was published data 


Ib. on the rail, while the rear wheels of the trailer carry 


54,000 Ib. 
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Registration American 


Railway Association 


Division V—Mechanical 


Aberle, C., Gen. For., C. of N. J., Mt. Vernon 

Amorosa, I Asst. Piece Wk. Insp., C. of N. J., Doyle 
Anderson, A. L., Gen. For., L. L., Brighton 

Armstrong, J. | Asst. Ch. Eng., C. P. R., Strand 


Baldwin, Hadley, Ch Eng., C. C. C. & St. I 
Barry, J. J., Asst. to S. M. P., N. & W., Ritz 
Beaghen, Tom, Jr., M. C. B., Mex. Pet., Traymore 
Blades, Ezekiel P., Car Insp. M. P. & R. E., A. C. 
Bond, F. L. C., Gen. Supt., C. N. R., Strand 
Boughton, N. J., Eng. Tests, M. H. T., New 


. Trayn re 


Belmont 


Boumley, D. 7., Ch. Eng., I. C., Strand 
Boyer, Wm. E., Draft., Reading 
Brenaman, H. A., Asst. Wks. Mer., Penna., Strand 
Brown, Edward L., Gen. Car For., B. & O 
Bullock, R. D., M. M.,“A. C. L f 
Butler, Elbert, Car Insp. M. P. & R. S., Atl. City, Emers 
Byron, A. W., M. M., Penna., Marlborough 
Carr, R. K., Ch. Cl. to S. M. P., N. & W., Ritz 
Childs, H. E., Asst. M. M., B. & O. 
Insp., Can. Nat., Dennis 


Clegg, Wm. H., Ch. A. B 
Clou Asst For Mp 


Dept.. 


& RE 


Cole, T. E., A. B. Inst., C. R. R. of N. J., Osborne 
Cook, Bernard, G. F., N. & W., Ambassador 
( W. I Insp. Bur. Expl A., Tray ¢ 
{ W Asst. Gen. Car For., S. A. I , ess 
( s a i ee ee on ee oe 
‘ s i. S M M., N. Y¥. C.. Louvan 
( " E. G., Spe. Insp., B. & O., Haddk H 
{ y, Tames, Enman, I l., Conway 

Cc. W., Works Mer., C. of N. J., Brighton 


Edw., Ch. E ng., A. R. A., Lafayette 


la M. A., Gen. Fuel Supv., Penna., Traymore 

D , W. R., M. M Penna., Brighton 

Dice, Agnew T., Supt., Reading 

litmore, Archibald G., Car For., D. & H., Brighton 
nesta 6 I Asst. Eng.. Reading 

lunstan, G. F A B 


Inst., Penna 


| 

Erickson, C., Gen. For., C. of N. J.. Mt. Vernon 

Fritch, FE. H., Se Eng. Div., A. R. A., Strand 

Geiser, W. P., Ch. Chem. M. P. & R. S. Dept., N. Y. C 
Gibbor Jas. H., Ch. Chen N. & W., Ritz 


Glase, Tas. E.. Car Inst M. P. & R. E., A. C 
701 el Black., Reading 
Edw. F., Res. Eng.. Reading Marlbor ugh 


{» man 
Graff, R H Asst. Ene. M. P. & R. S., N. Y. C., Jefferson 
f ‘ z ; 


Wks Mer., Penna. 


: mm. a ten ee 
arla Ge S., Gen. Fr. Agt., B. & O 
atch, V. I Gen. For *enna., Elberon 
enry, C. I Asst. M. M., Penna 


eskett, T. J.. Gen. For., B. & O., 
Insp. Mot. Pow., B 


Glaslyn Chatham 


ges, Ger R. F. E., C. R. R. of N. J. 
ll, Howard, Asst. Fo Reading, Stevenson House 
1. J. B., Pres. N. C. & St. L., Marlborough 


ipkins, C. C., R, F. E., Penna 

o . :., Asst. Eng. Test, Penna., DeVille 
Holt, L. J., Gen. Boiler For., N. P., Belt Line 

Hood, J. M., Gen. Supt., A. C. & Y., Marlborough 

’.. Foreman, Penna 

Hortor, F. J.. Ene. Roll Stk., N. Y¥. C. & St. L., Ritz 
Tohnson, C. C., For. Car Insp.. W. J. & S., Madison Ave 
Kissinger, F. H., Gen. Boiler Insp., Reading 

Kotalic, A.. For. M. Dept., C. of N » Doyle Cottage 


Lambert, w P., Spec. Asst.. C. of N. J., Craig Hall 
Leppington, W.. For., C. of N. J., New Brady 
zwis, H. L., Gen. For. Car Rep., R 


4 » Pa oe 
MacKinnon, |. J., Car For., Gulf Ref., Colton Manor 
McDermott, T., Asst. Mech. Eng., D. L. & W. 

McLain, Leland J., Trav. Car Insp., D. & H., Richmond 
Mader. G. C., Gen. For., Penna. 

Martin, C. B., Trans. Eng., N. Y. C., Haddon Hall 
Mattheus, Wm. G., Asst. For., N. Y. C., Louvan 
Maxfield, H. H.. S. M. P., Penna, 
Meckstroth, E. H.. Gen. Car For., B. & O., 
Mewshaw, T. E., M. M., B. & O., Jefferson 
Mills, D. L., Asst. M. E., C. & N. W., Knickerbocker 
Moll, Geo., R. F. E., Reading, Stanley 

Nix, E. A., For. Frt. Car Insp., C. R. R. of N. J 
Norton, Arthur W., Val. Mech. Eng., B. & O., Arlineton 
Nowell, H. T., Mech. Supt., Cen. Verm., Haddon Hall 
Parker, E. R., Gen. For., N. P. Belt Line 


Lexington 


Parker. H. H.. Tr.. Mech. Eng., N. P. Belt Line 
Peck, W. F., Supv. of A. B.. B. & O., Ritz 
Peters, W., For C. of N. J.. Jefferson 
Phillips, C. F., Trav. Insp., N. Y. C. 

Phillips, Gordon R.. Sup. Car Dept., Reading 


Porterfield, W. B.. M. M., B. & O., Traymore 
Powers, T. F., Asst. S. M. P. & M., C. & N. W. 
Pratt, I. D., Gen. For., P. R. R. 
Reynolds, C., Gen. For., C. of N. J.. Jefferson 
Rider, H. C., For. Mat. Insp., N. Y. C 
Rogers, E. I., Ch. Eng., P. & P. U., Strand 
> , Gen. Car For., Wash. Term. 
Asst. M. M., Penna., Dennis 
©., Sec. Gen Supt. Car Dept., B 
A. G. F., B. & O., Ritz 

,, Asst. For. M. P. & R. E 
lall, E. M., Asst. Gen. For., Penna., 
Snare, G. E., For., Penna., Knickerbocker 
Squire, G. H., Engr., C. of N. J., Osborne 
Stanton, Edward, Ch. Car Insp., N. P. & B. L., Osborne 
Steelsmith, Paul W., Test Dept. Asst., A. T. & S. F. 
Sumner, A. W., Gen. For., Penna, 


Dept., Reading 
Westminster 
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Reading 
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& O., Glaslyn Chatham 
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Titus, B. F., Asst. End Train Cont., N. Y. C. 

Wagner, A. W., Gen. For., Wabash 

Weber, Walter W., Asst. For. M. P. Dept., Reading 
Welker, Harvey S.., Inst., Reading 

Wieand, C. L., Mech. Sup., Reading 

Willoughby, Victor, Gen. Mech. Eng., A. C. & F., Ritz 
Withington, Sidney, Elec. Eng., N. Y.. N. H. & H. 
Wyrough, H. M., Asst. M. M., Penna. 

Yates, H. O., For., Penna 
Young, Geo. L., Birmkr 


I ireman 


Reading, St. Charles 
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Young, W. H., For., Penna., Lafayette 
ttage 
Division VI—Purchases and Stores 
Bowers, Samuel D., Ch. Cl. Pur. Dept., B. & O., Strand 
Kinnear, C. W., Asst. G. S., Penna., Traymore 
House 
. ° 
Special Guests 
1. H. Adams, Asst. T. M., Reading 
Harold C. Atkinson, Val. Insp., Reading 
John B. Austin, For., P. R. R., Lafayette 
Franklin Balthaser, Genl. Y. M., Reading, Boscobel 
J. I. Banks, Gang } Penna., Princess 
Geo. Beirne, For. Fit. Shop., C. N. J., Mt. Vernon 
H J Bennett, Retired Gen For., Penna 
Arthur Benton, Gen. Car Insp., P. R. R 
Oliver A. Bickel, Draft Reading, Stanley 
J. R. Boeck, Asst. For., P. R. R 
G. E. Bostwick, Train Disp., W. J. & S. 
H. E. Boyer, Asst. For., Reading 
J. Bradley, Ret’d For., P. R. R. 
W. Bradley, Asst. For., Penn: 
S. Brobst, Frt. Agt., Reading 
mbassador E. Brown, Cl, Car Serv. Dept., B. & O., Shelburne 


& O., Haddon 


I 

| 

T 

I 

E. H. Burnhart, Indus. Eng., B. & O., Strand 
I 

J 

\ 


M. Chambers, Draft. M. I Penna., Penn Alto 
Jas. A. Claflin, Adv. Mgr., Penna 
{. A. Clark, Asst. Supt., Un. Tank Car 
Albert Clayton, Penna 
Burton C. Dakin, Car Shop For., N. Y. C., Eastbourne 
Edgebert R. Diener, Reading, Stanley 
Paul F. Early, Eng., Reading 


T. Eguchi, Asst. Traf. Mgr., Japanese Gov. Rys., Chelsea 
V. B. Fi-her, Gen. Supt., Reading, Dennis 

R. P. Fry, Cl. to G. S. M. P., Penna. 

R. B. Haenchaen, Asst. For., Reading 

H. F. Harriman, Vic. Chair., Bur. of Bud., Traymore 

4. T. Hawk, Eng. of Bid., C. R. I. & P., Strand 


A. L. Hessler, Ch. Cl. Sec., Penna, 


A. L. Hiller, Clk., Reading 

W. A. Hoffman, For., C. R. of N. J. 

Scott W. Hoffmaster, Clk. M. P. Dept., Reading 
T. W. Howell, Asst. Pass. T. M., P. R. R. 

A. M. Johnsen, Eng. of Tests, Pullman, Chalfonte 
R. C. Jones, Spec. Eng., N. Y. C. 


Richard W. 
J. Kimura, Asst 


Kaucher, Ch. Draughtsman, Reading 
Traf. Mgr., Japanese Gov. 


J. M. Kinkead, Div. Eng., Penna., Marlborough 
Cc. R. Knowles, Supt. Wtr. Serv., I. C., Strand 
A. L. Lee, Asst. Gen. Car For., C. R. R. of N. J. 


C. A. Lingenfelter, Asst. Supt., P. R. R. 
A. M. Longacre, Frt. Pass. Agt., S. P., Fredonia 
Thos. L. McClelland, Asst. Land Appraiser, Reading 


Matthew L. McElheny, Supt., B. & O 

. Se McReynolds, Acct., B. & O. 

J. R. Mecouch, Supv. of Sta., Penna. 

Samuel R. Miller, Supv., Reading 

Wm. V. Moon, Asst. Sig. Engr., Reading 

Frank Mooney, Engr., C. R. R. of N. J., New Brady 
R. H. Nicholas, Asst.,.M. M., C. R. R. of N. J. 
James A. O'Reilly, Insp., I. C. C. 
P. Parke, Ch. Eng., Pullman, Traymore 


Rys., Chelsea 


R. P. Pfeil Fireman Instr., Reading 

W. B. Porter, M. M. P. R. R. 

C. P. Richardson, Eng. Track Elev., C. R. IL. & P., Strand 
T. E. Rohland, Penna . 

Seiward, A. M., Pass. T. M., P. R. R. 

Geo. C. Shugarr, Gen. Loco. Insp., Reading 


H. A. Smith, Bus. Mer. M. B. A., Penna. 
G. W. Stroh, C. C. M. P. Dept.. N. Y 
Wm. C. Swartout, Asst. Engr., Mo. Pac., 
John L. Temple, I. C. C. 
E. C. Totten, Gen. Car For., N. Y. C., Pennhurst 
A. P. Turnbull, Dist. Claim Agt., P. R. R. 

J. B. Warrington, Asst. T. M., Reading 

C. S. Weatherly, M. P. B., Reading 

Geo. Westerfelhaus, Engmn., Reading 

R. K. Wilkins, Pass. Dept., Penna. 

Wm. S. Yerkes, Eng., Reading 


Haddon Hall 


Hall 
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Conventionalities 





Mr. and Mrs. L. R. Richardson’s daughter, Miss 
Mary, is a lady convention visitor who is still young 
enough to admit that she has had a birthday this week. 


L.. C. Fritch, vice-president in charge of operation 
of the Rock Island, spent the week-end in Atlantic City 
and made a thorough survey of the exhibit accompanied 
by other officers of that railway who are here. 


Mrs. Le Grand Parish joined Le Grand at Atlantic 
City yesterday \fter roaming around the world for 
eight months and poking into all sorts of odd cor- 
ners, their home at Mountainview, N. J., looks mighty 
good to them ; a 


Robert A. Carr, son of Walter S. Carr, who arrived 

yesterday morning, flew by air mail from San Fran- 

hicago and came by train the rest of the way. 

He is enthusiastic about his trip by air and is predicting 
a great future tor air transportation. 


cisco to ( 


who are at the conventions for the first 
‘egy Lou and Betsy, the young daughters of 
Walter C. Doering. The Doering family motored from 
Chicago and the young ladies arrived yesterday after a 
short stay with friends in New York. ‘ 


time are Pe 


Probably the youngest looking man on the Pier for 
his age is E. B. Leigh, president of the Chicago Railway 
Equipment Company. Mr. Leigh’s friends know that he 
recently celebrated his 75th birthday, but nobody who 
has not been so informed would ever suspect it. 

The ‘““Hunt-Spiller Boys” are here this year in new, 
tastily designed uniforms of a dark gray coat, light 
gray trousers and haberdashery to match. Since 1916 
they have followed this practice of singleness of dress. 


Before this year, however, they wore all-white suits with 
pray stripes 

David Pye has been coming to the conventions un- 
chaperoned heretofore, but he is well chaperoned this 
year. He is accompanied by Mrs. Pye, his daughter, 
Orrea, who is a student at Wellesley, and his mother- 
in-law, Mrs. H. A. Edgette. Their party also includes 
Mr. and Mrs. W. C. Pettee, the latter of whom is a 
S Mr P ¢ 

Roy C. Beaver, assistant mechanical engineer, Bes- 
semer & Lake rie, is here attending the convention 
with Mrs. | r. Mr. Beaver is known largely for 
his investig ns of locomotive de-railments on curves. 
His writings on this subject have been published exten- 
sivel the railway press in this country and also in 
the government railway bulletins of Great Britain and 

Mr. and Mrs. F. H. Clark returned from China 
within the last vear and are attending the conventions. 
Mr. Clark was for some years technical advisor to the 
Chinese Government Railways, but it seems probable 


1e disturbed conditions in that country 
he will not return there, but will conduct a consulting 
Inited States. 
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W. E. Woodward, vice-president of the Lima Loco- 
motive Works., Inc., did not arrive at Atlantic City 
for the convention and exhibit until Tuesday morn- 
ing. This is accounted for by the fact that his son 
George, graduated from Cornell, of which Mr. Wood- 
ard himself is an alumnus, last week. At the end of 
the week he saw both his son and daughter off for 
Europe. 


M. A. Smith, superintendent motive power of the 
Pittsburgh & Lake Erie, was unable to get to Atlantic 
City this year. Friends of Mr. and Mrs. Smith, how- 
ever, will be delighted to know that a recent operation 
on Mrs. Smith’s eyes proved to be a success and she 
now finds that sight has been fully restored in one 
eye, and the probabilities are that she will regain the 
sight of both eyes. 


W. H. (Bill) Hall, chief car inspector of the New Jersey 
Central, is one of the old-timers attending the conven- 
tion this year. We dislike to use the word “old” when 
referring to Bill, for all of those who know him will 
tell you that he is as young today as he ever was. Bill 
was present at the convention at Saratoga, N. Y., in 
1894, but did not get into the picture which was pub- 
lished in Monday’s issue of the Daily. 


R. C. Burns, assistant engineer of the Pennsylvania 
and president of the Air Brake Association in 1926, 
arrived at the convention Monday afternoon. His 
friends will be sorry to learn of the death of his mother, 
who passed away on June 14. Her illness prevented 
him from attending the convention of the Air Brake 
Association in May, the first meeting of that associa- 
tion which he has missed for many years. 


W. D. Thompson, president of the Hutchins Car 
Roofing Company, has just returned from a flying trip 
to Europe. Perhaps “flying” isn’t the work, because 
nowadays that might be taken literally. At any rate, 
it was rapid enough for anyone. Mr. and M1s. Thomp- 
son sailed from here on the Berengaria May 16, to 
visit their daughter who has been studying abroad and 
to bring her back with them. The family visited Scot- 
land and returned on the Majestic just in time for the 
convention. 


Stanley W. Midgley, of Midgley & Borrowdale, who 
has attended the conventions since the days at Saratoga, 
came this year for the firet time in an automobile all the 
way from Chicago with is wife and son, but not with- 
out difficulties. “Stan”/evidently was afraid of being 
identified for his car proved to be such an efficient oil 
burner that he was hiddeR.By a perpetual smoke screen. 
He used 16 gallons of oil during the trip, which cost 
him more than the gasoline. “Stan” is thinking of add- 
ing a superheater, but, with Mrs. Midgley along, he 
needs no booster. 


The New York Central has certainly assigned some 
real experts in the art of answering questions, to the 
job of explaining the mysteries of its Hudson type lo- 
comotive to the uninitiated public. The following con- 
versation was overheard in the cab of No. 5216: 

Lady—“How does the engineer know what all those 
valves and doo-hinkies are used for?” 

N. Y. C. Man—“Well, he knows what those valves 
are for just as well as you know what the valves on 
the gas Stove in your kitchen are used for.” 

Surely, an apt answer. 
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In Thursday’s Daily, Walter C. Sanders, of the Tim- 
ken Roller Bearing Company, and Howard L. Spohn, 
of the Gardner Advertising Agency, who won the 
bridge championship at the A. E. R. A. convention in 
Cleveland last year, challenged any bridge players for 
the championship of this convention. R. J. O’Brien, 
vice-president, and H. N. Ransom, eastern sales man- 
ager of the Waugh Equipment Company, took up the 
challenge with disastrous results to Messrs. Sanders 
and Blake C. Hooper, of the Baker-Raulang Com- 
pany, a tournament player of wide reputation who 
substituted for Mr. Spohn. In fact, the rout was so 
complete that Messrs. O’Brien and Ransom are lay- 
ing the claim to the bridge championship of the con- 
vention, unless challenged by would-be claimants to 
the title. 


* 
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A. P. Prendergast, mechanical superintendent of the 
Texas & Pacific, one of whose new Texas Type loco- 
motives is included in the track exhibit, is much 
pleased with the performance of the first order of 
these locomotives now in service. “The outstanding 
improvement in locomotive design and increased 
hauling and speed capacity of the motive power on the 
Texas & Pacific,” he says, “is in keeping with the 
policy of President Lancaster, who has encouraged 
and supported his mechanical department in the pro- 
gressive development of locomotives and improved 
shop facilities. This successful plan of gradual re- 
placement of light and antiquated designed locomo- 
tives with modern motive power of improved special 
design on the Texas & Pacific, has contributed effectively 
and consistently in reducing operating ratio.” 


* 





Executive Committee of the R. S. M. A. 


Front Row, left to right: G. E. Ryder, J. D. Conway, W. H. S. Bateman, 

Second Row: F. J. O’Brien, W. E. Wine, N. C. Naylor, S. G. Down, V. W. Ellet, Franklin H. Smith. 
Third Row: H. E. Daniels, Arthur Allan, George T. Johnson. 

Fourth Row: Charles H. Gayetty, Charles C. Castle. 


Fifth Row: R. J. Himmelright, D. L. Eubank. 














The Second Car Session 
of the Mechanical Division 


Reports on interchange rules, prices, material tests, 


loading rules and tank cars are presented 


avez 





UESDAY’S meeting of the Mechanical Division 


was called to order at 9.30 a. m. by Chairman 
Smart. The program called for the presentation 
of six reports, all of which, with the exception of 


that of the Committee on Specifications and Tests of 


Materials, dealt exclusively with car subjects. The 
last report on the program—that of the Wheel Com- 
mittee—was carried over until today. The first report 
taken up at the meeting was that of the Arbitration 
Committee. 


Report of the Arbitration Committee 


Rules 26 and 35 aré new——— Proposed new wheel manual responsible for many changes in rules 





During the year Cases 1533 to 1590, 
inclusive, have been decided and 
copies sent to the members. A copy 
of these decisions is made part of 
this report. A vote of concurrence 
in the decisions is respectfully re- 
quested by the committee. 

Attention is again called to the 
fact that the Arbitration Committee 
will not consider questions under the 
Rules of Interchange unless _ sub- 
mitted in the form of Arbitration 
cases as per Rule 123. 


ie a 











Freight Car Rules 
All recommendations for changes in 
the Rules of Interchange submitted 
by members, railroad clubs, private 
car owners, etc., have been carefully considered by the committee 
and, where approved, changes have been recommended. 


T. W. Demarest 
Chairman 


Rute 2 

The committee has approved the following modifications of 
Interpretation No. 5 to this rule: 

Proposed Form—(5) Q.—Is it permissible to add shop expense 
and store expense to the cost of transfers? 

A.—For the of transfer or adjustment of lading on 
or after August 1, 1928, unless otherwise agreed, bill shall be 
rendered on basis of the direct actual labor and material ex- 
pense, to the total of which shall be added 25 per cent to repre- 
sent all forms of overhead expenses, but which percentage does 
not apply to nor include the service of a wreck crane if used; 
the wreck crane to be charged at the established rate. 

Reason—It is felt an arbitrary percentage to cover both direct 
and indirect supervision is preferable. This modification has 
been approved by the Transportation Division for application to 
Car Service Rule 14 

Accordingly, present Interpretation No. 7 of this rule will be 
eliminated. 


expense 


Rute 3 


The committee recommends that the effective date of the fourth 
paragraph of Section (a) to the sixth paragraph of Section (b) 
be extended to January 1, 1930. 

Reason—The present situation justifies this extension. 

The committee recommends that no extension be made in the 
effective date of third paragraph of Section (c). 

The committee recommends that present Paragraphs 4 and 5 
of Section (c) be renumbered 5 and 6 respectively; and new 
Paragraph No. 4 be added to this Section as follows: 

Proposed Form—(4) Couplers having liner blocks applied be- 
tween the butt and riveted yoke, if not integral with either the 
butt or yoke, prohibited, effective January 1, 1929, on all cars. In 
interchange. 

Reason—Repairs of this character are unsafe and should be 
discouraged. 

The committee recommends that the effective date of the first 
paragraph of Section (f) be extended to January 1, 1930. 

Reason—The present situation justifies this extension. 

The committee recommends that first paragraph of Section 
(t) be modified and the effective date extended to October 1, 
1929, as follows: 

Proposed Form—(1) Trucks, new, shall be equipped with 
cast-steel side frames conforming to A. R. A. specifications, 
when applied to new or rebuilt car bodies on or aiter October 
1, 1929. From owners. 

Reason—To provide for cars contracted for prior to January 
1, 1929, delivery of which might be made early in 1929. 

Extension of effective date of the above requirement to Janu- 
ary 1, 1929, was authorized by the General Committee and an- 
nounced in Circular D. V.—566, issued March 5, 1928. 

The committee recommends that the effective date of the 
fourth paragraph of Section (t) be extended to January 1, 
1930, and that the effective date of the sixth paragraph of Sec- 
tion (t) be extended to January 1, 1930. 

Reason—The present situation justifies this extension. 

The committee recommends that present Paragraph 2 of Sec- 
tion (u) be eliminated, and new Paragraphs 2 and 3 added to 
this section of this rule, as follows: 
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Proposed Form—(2) Underframe, etc.: Effective January 1, 
1931, no car of all-wood construction (now defined as Class F 
under Rule 112) will be accepted. From owners. 

(3) Underframe, etc.: Effective January 1, 1934, no car of 
all-wood underframe equipped with metal draft arms extending 
24 in. or more beyond the center line of the body bolster (now 
defined as Class E-4 under Rule 112) will be accepted. From 
owners. 

Reason—The gradual elimination of cars of the above con- 
struction is in the interest of safe and economical operation. 

The committee recommends that Interpretation No. 4 to this 
rule be eliminated. 

Reason—Account of changes in the requirements and recom- 
mended practice. 

rhe committee recommends that, if revised Rule 112 as pre- 
pared by the Special Committee on Rebuilt Cars is approved by 
the association, second and third paragraphs of Section (a), first 
and sixth paragraphs of Section (b), first and fourth para- 
graphs of Section (c), first and second paragraphs of Section 
(f), Section (j), second paragraph of Section (s) and first 
paragraph of Section (u), be modified, to be effective with effec- 
tive date of revised Rule 112, as follows: 

Proposed Form-—(a) (2) A. R. A. standard triple valves re- 
quired on all cars built mew on or after January 1, 1919, and on 
all cars rebuilt on or after (effective date revised Rule 312.) In 
interchange. 

(a) (3) Axles, A. R. A. standard, required on all cars built 
new on or after Octuber 1, 1915, and on all cars rebuilt on or 
after (effective date revised Rule 112). In interchange. 

(b) (1) Brake beams, A. R. A., on all cars built new on or 
after January 1, 1917, and on all cars rebuilt on or after (effec- 
tive date revised Rule 112), must be of not less than the capa- 
ity of the No. 2 beam. In interchange. 

(b) (6) Brake beams on all cars built new on or after Sep- 
tember 1, 1909, and on all cars rebuilt on or after (effective date 
revised Rule 112), must be hung from the trucks, effective Janu- 
ary 1, 1930. From owners 

(c) (1) Couplers, A. R. A. Standard Type D with 6x8 shank, 
required on all cars built mew on or after November 1, 1920; 
and A. R. A. Standard Type D with 5x7 or 6x8 shank, required 

n all cars rebuilt on or after (effective date revised Rule 112). 
From owners. 

(c) (4) Coupler operating levers connected direct with 
coupler lock or lift without the use of links, clevises, clevis pins 
or chains, required on all cars built new on or after January 1, 
1919, and on all cars rebuilt on or after (effective date revised 
Rule 112). In interchange. 

(f) (1) Flat cars built new on or after January 1, 1918, and 
flat cars rebuilt on or after (effective date revised Rule 112), 
must have the side stake pockets spaced minimum. 2 ft. and 
maximum 4 ft. Effective January 1, 1930, the foregoing re- 
quirement will also apply to all flat cars built prior to January 
1, 1918. From owners. 

(f) (2) Flat cars built new on or after July 1, 1928, and flat 
cars rebuilt on ow after (effective date revised Rule 112), must 
be equipped w.ch stake pockets 4 in. wide by 5 in. deep. Effec- 
tive January 1, 1930, the foregoing requirement will also apply 
to all flat cars built prior to January 1, 1928. From owners. 

(j) Journal bearings A. R. A. Standard, required on all cars 
built mew on or after January 1, 1920, and on all cars rebuilt on 
or after (effective date revised Rule 112). In interchange. 

(s) (2) Stenciling: Date built new, month and year, or 
badge plate giving this information, required on all cars. Date 
rebuilt, in addition to date built new, month and year, or badge 
plate giving this information, required on all cars rebuilt on or 
after (effective date revised Rule 112). From owners. Cars 
built prior to 1895 may be stenciled “built prior to 1895” or bear 
badge plate giving this information. For tank cars the body 
and tank should bear distinctive dates, unless constructed at same 
time. 

(u) (1) Underframe, steel, on all cars (other than tank cars) 
built mew on or after January 1, 1927, or rebuilt on or after 
effective date revised Rule 112), must have center sills with a 
minimum cross sectional area of 24 square inches (a tolerance 

f one square inch below minimum will be considered as meet- 
ing the requirements) between the draft back stops. From 
owners. 

Reason—To cover interchange requirements for rebuilt cars 
in connection with revised Rule 112. 


Rute 9 
The committee recommends that the second requirement (“cast 
or reinforced back”) following the item of “Brake shoes, ap- 
plied,” be eliminated. 
Reason—Because Rule 19 requires application of reinforced 
back brake shoes. 
The committee recommends that the first requirement follow- 
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ing the item of “Cars reweighed and remarked,” be changed 
from name of road to station symbol. 
Reason—To clarify the intent of the rule. 


Rute 17 


The committee recommends that Section (d) of this rule be 

modified, as follows: 
_ Proposed Form—(d) If the car owner elects, on account of 
improper repairs, to remove an A. R. A. type D, former A. R. A. 
standard or temporary standard coupler in good condition, the 
same shall be credited at secondhand value, except the 5x5 shank 
coupler body, for which scrap credit shall be allowed; charge 
for coupler applied shall be confined to secondhand value. 

Reason—The car owner should not be required to allow 
secondhand credit for obsolete 5x5 shank coupler bodies in stand- 
ardizing wrong repairs. 

The committee recommends that Section (h) of this rule be 
modified, as follows: 

Proposed Form—(h) Arch bars, brake shafts, sill steps and 
their supports, uncoupling levers, grabirons, and ladder sides 
and their supports, must not be welded. 

Reason—As recommended by the Committee on Safety Ap 
pliances 


Rute 19 


The committee recommends that in the last paragraph of this 
rule the word “should” be changed to “must.” 
Reason—To clarify the intent of the rule. 


Rute 22 

The committee recommends that in the second paragraph on 
page 52 of this rule the reference be changed to read, “as shown 
in Figs. 13, 13-A or 13-B.” 

Also, that the caption be added immediately below the figure 
number of Fig. 13-B, on page 49, reading, “Method of Splicing 
A. R. A. Center Sill.” 

Reason—For reference purpose. 


Rute 23 


The committee recommends that fifth item under Section IV 
of this rule be modified to read “Draft lugs or draft arms” in 
place of “Draft castings.” 

Reason—To clarify the intent of the rule. 


Rute 24 


The committee recommends that second paragraph of this 
rule be eliminated. 

Reason—As recommended in the 1927 report of the Committee 
on Wheels. 


New Rute 26 


The committee recommends a new Rule 26, to be effective 
August 1, 1928, as follows: 

Proposed Form—Rule 26. Where necessary to renew an arch 
bar, or a tie bar, and the construction of truck and car body will 
permit, it shall conform to the following requirements, and, so 
far as practicable, be of A. R. A. design; the renewal to be con- 
fined to the defective bar or bars: 

Forty-ton trucks (5x9 in. journals)—Arch bar 144x4% in. or 
1%4x5 m.; Tie bar 4x4% in. or Hax5 in. 

Fifty-ton trucks (5\%4x10 in. journals)—Arch bar 1%4x5 in. or 
1%4x6 in.; Tie bar S44x5 in. or 4x6 in. 

The top and bottom arch bars on the same side of the truck, 
shall be connected in accordance with one of the methods shown 
on Plates 1, 2, 3 and 4; and the tie bar, when renewed, shall 
have turned up ends as shown on the same plates. 

These requirements apply where renewals are made either by 
the car owner or by. foreign roads. 

Any increased cost resulting from, and the expense of altera- 
tion necessary for the first application of these details, shall be 
charged tothe car owner. Scrap credits shall be allowed for 
undamaged parts thus removed. 

Reason—As recommended in 1927 report of Committee on Car 
Construction. 


New Rute 35—DeELIVERING COMPANY RESPONSIBLE 


The committee recommends a new Rule 35, as follows: 

Proposed Form—Empty cars offered in interchange should 
have the hopper doors and drop doors in closed position. 

The expense of closing such doors on empty cars (in inter- 
change) when not secured within 3 in. of the closed position, may 
be charged for on authority of a defect card in accordance with 
Rule 107. 
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R ason Hopper and drop doors should be closed as a measure 
of safety to trainmen, as recommended by the General Com- 


mittee he Transportation Division. 
Rute 36 
The committee recommends that in the last paragraph of Sec- 
tion 2 (Commodity Cards) of this rule the words “and one card 
on each end” be added after the words “one card on each side.” 
Reason—For the convenience of switchmen. 
Rute 44 


The committee recommends that in Section (1) of this rule 
the phrase, r split or broken due to such conditions” be in- 
serted after the words “old defects.” 

Reason—To clarify the intent of the rule. 


Rute 58 


The committee recommends that the phrase, “also missing in- 
terior parts of triple valves,” be added at the end of this rule. 

Reason—The interior parts of triple valves cannot become 
missing in fair usage. 


RuLeE 66 


The committee recommends that the effective date which makes 
the owners responsible for periodical repacking of journal boxes 
be extended to January 1, 1929. 

Reason—As authorized by the General Committee and an- 
nounced in Circular D. V.—566, issued March 5, 1928. 


Rute 68 


The committee recommends that the following sentence be 
added to the first paragraph of this rule: “Length of flat spots 
must be measured by the gage shown in Fig. 1 and applied as 
shown in Fig. 2.” 

Reason—For easier reference. 


Rute 71 
' The committee recommends that this rule be modified, as fol- 
Ows: 

Proposed Form—Shelled out: Cast-iron or cast-steel wheels 
with shelled-out spots 2% in. long or over, as measured with 
gage shown in Fig. 1 and applied as shown in Fig. 2. 

Burnt rim, shattered rim, spread rim, sub-surface defect, 
shelled tread: Wrought-steel or steel-tired wheels having these 
defects. See paragraphs 30 to 34 and Fig. 16 to 38 in Wheel 
Manual for identification of defects. 

Reason—To separate defects in wrought-steel wheels, as recom- 


mended by the Committee on Wheels. 


Rute 73 
The committee recommends that this rule be modified, as fol- 
iOwWsS : 
Proposed Form—Worn through chill: See paragraph—and 
Figure n Wheel Manual for identification of this defect. Care 


listinguish this defect from flat spots caused 


Reason—As recommended by the Committee on Wheels in 
connection with the new wheel manual. 


Rute 74 
ommends that the words “under cars” be 
delet from the first paragraph of this rule. 
Also, that ¢ same words be deleted from the note under 


t the rds “cars” be deleted from the notes under 


n—] rder to clarify the intent that the marked capa- 
govern, where the marked capacity of 
the ir does not correspond with the capacity of the truck. 
For example, car marked 60,000 Ib. capacity equipped with 
80,000 Ib. capacity trucks. 

Che mmittee recommends that a new third paragraph be 
added » this rule, as follows: 

’ ed F'orm—Determination of worn flanges must be made 
wn in Fig. 1 and applied as shown in Figs. 


; ‘ rs ec t 


1son—As recommended by the Committee on Wheels in con- 
nection with the new wheel manual. 


Rute 75 
The committee recommends that this rule be modified, as fol- 


Proposed Form—Brake burn: Cast-iron or cast-steel wheels 
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with transverse cracks or comby treads due to heating. See 
paragraph .. and Figs. .. to in Wheel Manual. 
Thermal cracks: Wrought-steel or steel-tired whels. See 
paragraph 35 and Figs. 39 to 43 in the Wheel Manual. 
Reason—As recommended by the Committee on Wheels in 
connection with the new wheel manual. 


Rute 77 


, The committee recommends that this rule be modified, as fol- 
ows: 

Proposed Form—Burst hub: Any wheel with radial crack in 
hub. Sce paragraphs 48 and .. and Figs. 53, 54 and .. in Wheel 
Manual. 

Reason—As recommended by the Committee on Wheels in 
connection with the new wheel manual. 


Rute 78 


The committee recommends that first paragraph of this rule 
be modified, as follows: 

Proposed Form—Flange, plate or bracket, cracked or broken; 
or, with chip from flange exceeding 1% in. in length by 4% in. in 
width: Cast-tron or cast-steel wheels. 

Reason—To limit rule to cast-iron and cast-steel wheels and 
eliminate tread and hub which are covered in other rules, as 
recommended by the Committee on Wheels. 

The committee recommends that second paragraph of this rule 
be modified, as follows: 

Proposed Form—Rim, broken or chipped—cast-iron and cast- 
steel wheels. Measurements to be made with gage shown in 
Fig. 1 and applied as shown in Figs. 5 and 5-A 

Reason—As recommended by the Committee on Wheels in 
connection with the new Wheel Manual. 


Rute 79 


The committee recommends that first paragraph of this rule 
be modified, as follows: 

Proposed Form—Thin Tread: Wrought-Steel Wheels.—If 
tread is worn so that tread thickness is 4 in. or less. The 
measurement of the tread thickness must be taken on the back 
of the rim with the Standard Steel Wheel Gage as shown in 
Fig. 4-A and Passenger Rules Fig. 4. 

Reason—As recommended by the Committee on Wheels in 
connection with the new Wheel Manual. 


Rute 80 


The committee recommends that this rule be modified, as 
follows: 

Proposed Form—Wrought-steel wheel with cracked or broken 
plate, or with hole burned in plate, or other evidence of use of 
torch or arc. See paragraph 44 to 47 and Figs. 49 to 52 in 
Wheel Manual. 

Steel-tired wheels with cracked or broken plate, bolt, retaining 
ring or tire, or with loose tire. 

Reason—As recommended by the Committee on Wheels in 
connection with the new Wheel Manual. 


Rute 81 


The committee recommends that this rule 
follows: 

Proposed Form—Any wheel loose or out of gage. See Fig. 9 

Reason—To make clear that the rule applies to all types of 
wheels. 


be modified, as 


Rute 8&2 

The committee recommends that this rule be modified, as 
follows: 

Proposed Form—Cast-iron, cast-steel or one-wear wrought- 
steel wheels condemnable by the remount gage (Figs. 7 and 8) 
must not be applied to foreign cars. This gage must not be 
used for condemning wheels under cars 

Reason—To limit the use of remount gages to the proper 
types of wheels, as recommended by the Committee on Wheels. 


Rute 83 


The committee recommends that this rule be eliminated. 
Reason—Account of the use of gages covered in each appro- 
priate rule, as recommended by the Committee on Wheels. 


Rute 93 


The committee recommends that this rule be modified to pro- 
vide that additional separate statements shall be made for: 

Fourth. For expense of closing hopper and drop doors, on 
authority of defect card per Rule 35. 
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Fifth. For expense of applying and removing placards, etc., 
per Rule 36. 
Reason—For accounting purposes. 


Rute 98 
The committee recommends that the following sentence be 
added to the second paragraph of Section (f) of this rule: 
Also see paragraph .. of Wheel Manual for method of determin- 
ing amount of service metal. 
Reason—For reference purpose. 


Rute 108 


The committee recommends that the last item of Section (a) 
of this rule be modified, as follows: 

Proposed Form—Unions or connections, tightened. 

Reason—To clarify the intent of the rule. 


Rute 112 


The committee recommends that last paragraph of Section (a) 
of this rule be mod.fied, as follows: 

Proposed Form—If it is decided not to repair, the owner shall 
be immediately advised. Such owner when furnishing settlement 
value, may instruct the handling line to return cast-steel truck 
side frames; metal truck and body bolsters; metal draft arms, 
friction draft gears; cast-steel yokes; metal ends; and special 
castings and valves on tank cars. The handling line promptly 
shall ship to owner, f. o. b. point of shipment, the parts so 
designated, provided they are found to be in serviceable condition ; 
the car owner shall give full shipping and routing instructions 
and for the serviceable parts returned shall pay the scrap value 
of such parts per A. R. A. Rule 101 prices, plus the same depre- 
ciated per-pound price as obtains in settlement for entire car. 

Reason—To afford the car owner the opportunity to make 
further use of such details as an economical proposition. 


Rute 120 


The committee recommends that first paragraph of Section (e) 
of this rule be modified, as follows: 

Proposed Form—(e) If owner authorizes destruction, hand- 
ling line shall allow credit for all material at A. R. A. scrap 
prices, less labor cost of destruction. However, owner shall 
have the privilege of having returned to him serviceable cast- 
steel truck side frames; metal truck and body bolsters; metal draft 
arms; friction draft gears; cast-steel yokes; metal ends; and 
special castings and valves on tank cars; by attaching to his 
statement of estimated weights a list of such parts with instruc- 
tions showing where they are to be shipped; such parts to be 
billed at A. R. A. scrap value plus 15 per cent for handling, f. o. b. 
point of shipment 

Reason—To afford car owner the opportunity to make further 
use of such details as an economical proposition. 


Rute 124 


The committee recommends that this rule be modified, as 
follows: 

Proposed Form—The Arbitration Committee shall give con- 
sideration to requests for changes, amendments and additions to 
these rules prior to each annual meeting, and it shall report its 
recommendations to the succeeding annual meeting. 

Reason—To conform to present practice. 


Passenger Car Rules of Interchange 
Rute 7 


The committee recommends that third paragraph of Section (f) 
of this rule be modified, as follows: 

Proposed Form—Shelled out: Cast-irom and cast-steel wheels 
with shelled out spots 1 in. long or over. 

Burnt rim, shattered rim, spread rim, sub-surface defect, 
shelled tread: Wrought-steel and cast-steel wheels with checks or 
crac s due to heating which extend into the throat of the flange 
or are in the flange or when in the tread are over 24% in. in 
length; or with comby spot 1 in. long or over. 

Thermal cracks: Wrought-steel and steel-tired wheels. See 
paragraph 35 and Figs. 39 and 42 in Wheel Manual. 

Reason—As recommended by the Committee on Wheels in 
connection with the new Wheel Manual. 

The committee recommends that sixth paragraph of Section (f) 
of this rule be modified, as follows: 

Proposed Form—Worn flange—wrought-steel, steel-tired or 
cast-steel wheels: With flange 4g in. thick or less, or having 
flat vertical surface extending 1 in. or more from tread, as 
determined by gage as shown in Figs. 3 and 4 of freight code. 

[The remainder of paragraph (6) is to be deleted.—Editor.] 

Reason—As recommended by the Committee on Wheels in 
connection with the new Wheel Manual. 
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The committee recommends that seventh, eighth and ninth 
paragraphs of Sect.on (fi) of this rule be modified, as follows: 

Proposed Form—(7) Burst Aub: Any wheel with radial 
crack m hub. 

(8) Flange. rim, plate brackets or any other part of wheel, 
either cracked, chipped, seamy or broken under fair usage. 
All wheels. 

(9) Broken, cracked or loose bolts, retaining ring or tire, 
occurring under fair usage. Steel-tired wheels. 

Reason—As recommended by the Committee on Wheels in 
connection with the new wheel manual. 

The committee recommends that twelfth paragraph of Section 
(f) of this rule be modified, as follows: 

Proposed Form—Thin tread—Wrought-stcel wheels: If tread 
ss worn so that tread thickness is 1 in. or less. See Fig. 4. 

Steel-tired wheels: If tread is worn to within % in. of 
measuring line (inside edge of limit of wear groove) as shown 
in Figs. 1, 2 and 3 

Service metal and tread thickness of wrought-steel wheels shall 
be measured by the A. R. A. standard steel wheel gage or its 
approved equivalent applied on the back of the rim. See Fig. 4-A 
of the freight code. 

Also, recommend that the wording on the cut shown as Fig. 4 
on page 242 of the passenger code be modified to show the one- 
inch condemning limit to read “Passenger cars and road engine 
tenders” instead of “Passenger cars and tenders ;” and the 34-inch 
condemning limit to read “Freight cars and yard engine tenders” 
instead of “Freight cars.” 

Reason—As recommended by the Committee on Wheels in 
connection with the new wheel manual. 


Rute 8 


The committee recommends the addition of the item of “drain 
cocks” in Section (g) of this rule. 

Reason—Drain cocks missing on passenger equipment cars are: 
properly delivering line defects. 

The report is signed by T. W. Demarest, (chairman), general 
superintendent motive power, Pennsylvania; J. E. O’Brien, vice- 
chairman, chief motive power and equipment, Seaboard Air Line; 
F. W. Brazier, assistant to general superintendent motive power 
and rolling stock, New York Central; J. J. Hennessey, assistant 
superintendent car department, Chicago, Milwaukee, St. Pau! & 
Pacific; J. Coleman, assistant general superintendent car equip- 
ment, Canadian National; H. L. Shipman, general car foreman, 
Atchison, Topeka & Santa Fe; G. F. Laughlin, general superin- 
tendent, Armour Car Lines; and Thos. Beaghen, Jr., Mexican 
Petroleum Corporation. 


Discussion 


During the presentation of the report, Committee 
Chairman Demarest directed attention to Section (t) 
of Rule 3 involving the question of truck side frames, 
on which action was taken at the Montreal meeting of 
the Division last year. The committee offered an ad- 
dition to the proposed form of paragraph (1) in the 
report as follows: “Existing trucks shall be equipped 
with cast steel side frames or arch bars conforming to 
A. R. A. specifications when applied to new or rebuilt 
car bodies on or after October 1, 1928.—Editor. 


J. J. Tatum (B. & O.): There has been a change sug- 
gested which I do not understand. Mr. Demarest said— 
if I understood him correctly—that trucks applied to 
new or rebuilt cars must be M. C. B. standard. Is that 
correct? 

T. W. Demarest (Penna.): In connection with the 
proposed addition to our recommended change in Rule 3 
as written in the report, we simply covered the applica- 
tion of new trucks to new cars, or to rebuilt car bodies. 
We understand, of course, that it is also permissible to 
apply existing trucks to new cars or rebuilt cars. 

Under the conditions as we have left Rule 3 without 
any addition at all, there is absolutely nothing to interfere 
with building a new car after the effective date of this 
rule or rebuilding a car. There is nothing to interfere 
with placing any kind of a truck that you so select under 
that car. It may not be a truck which we think meets the 
requirements of present operating conditions. We have 
therefore proposed an additional paragraph to cover the 








1490D 136 


specifications of an existing truck when applied to a new 
car or a rebuilt car after October 1, 1928. We believe it 
advisable and to be the intent of the Association and the 
General Committee. For instance, the General Commit- 
tee issued circular D. V. 566, “Effective dates of various 
requirements and rules and standards, extensions of,” 
dated March 5, 1928. In part, in paragraph 1, this cir- 
cular advises as follows: 

“Also, the rule is not intended to interfere with the use 
of trucks now existing, except that old trucks applied 
to new cars or new car bodies shall be made to conform 
to the arch bar standards that are in effect at the date 
such cars or bodies are built.” 

We also had before us circular 2719, in connection 
with the matter of new and rebuilt cars, which came to 
us by order of the Interstate Commerce Commission. In 
Section E, paragraph 1, it says as follows: “A new car 
is an additional unit equipped with either new or sec- 
ond-hand trucks.” Then you may skip down to the 
last portion of the last sentence. “Provided car com- 
plete, including second-hand details, conforms with 
all of the A. R. A. interchange requirements for new 
cars for Rule 3 in effect at the date of construction.” 

We do not believe this Association is consistent with- 
out limiting in some way the type of existing truck which 
may be applied to new cars or rebuilt cars after October 
1, 1928. We feel that the Association had in mind that 
such a truck when applied should at least conform to A. 
R. A. specifications for the strength of the truck and 
details in existence at the time the car was built or rebuilt. 

Mr. Tatum: As I read this proposed change in the 
rule it says, “Existing trucks shall be equipped with cast 
steel side frames or arch bars conforming to A. R. A. 
specifications when applied to new or rebuilt car bodies 
on and after October 1, 1928.” What specifications ? 
Those specifications now in existence, or the new speci- 
fications that are about to become effective? The Car 
Construction Committee has recommended that a new 
set of specifications for trucks be provided by the Speci- 
fications Committee; and that those requirements or 
specifications be improved. If that is true, then a large 
number of railroads throughout this country have built 
cars and trucks for such cars in accordance with existing 
specifications. When the new specifications become 
effective that have been improved, if I may apply this 
rule literally, those trucks would not be suitable to apply 
to a new car or a new body. 

I know of more than one railroad that have large 
numbers of cars in service that will shortly require 
bodies. 


new The trucks under those cars have given 
satisfactory service for the last 15 years or longer. 
Should they not meet the new specifications, if this 


applies to the new specifications, on one particular road 
having 9,000 such cars 18,000 trucks might be scrapped. 

Those trucks might be disposed of by repairing cars 
in kind or trucks in kind, but that opportunity may 
not present itself. That company may decide to buy 
a large number of new bodies of an improved type 
under which to place those trucks, and if I read this 
correctly, and the specifications should be improved 
\. R. A. truck, I am afraid they might be 
If that is so, I for one 


for the new 
lenied the use of those trucks. 
am opposed to such a rule. 
Mr. Demarest: In relation to what specifications 
were meant, the committee had only one thing in 
mind and can propose nothing else to you except that 
these specifications to which they refer were the spe- 
cifications in effect at the time the new car was built 
or the body was rebuilt. The proposed addition to 


paragraph (t), in Rule 3, does not mean any more or 
any less than that; that these specifications to be fol- 
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lowed in the application of existing trucks to new 
cars or rebuilt cars, at the date such car was built new 
or rebuilt, would be the specifications for trucks in 
existence at that time. Is that clear? 

Mr. Tatum: I move that the report of the Arbitra- 
tion Committee be adopted as presented, but I recom- 
mend that the proposed amendment to the report be 
admitted to letter ballot so that each and every rail- 
road will have an opportunity to give it a careful 
consideration and vote as to whether such a rule 
should become effective. 

P. Cass, (C. R. I. & P.): I second the motion. 

R. L. Kleine (Penna.): The proposed addition, to 
cover existing trucks, is one of the propositions that we 
considered with the rebuilt car. I think it essential that 
we have some specification for an existing truck, whether 
it be with cast steel side frame or arch bars, if we are 
going to apply it to a new or rebuilt car. 

Mr. Tatum brings up one point and that is whether ex- 
isting trucks should conform to new standards or specifi- 
cations that are adopted from time to time. There may be 
a dividing line some place, where existing trucks that are 
modern trucks and do not quite come up to the improved 
or tighter specifications, should be permitted to be used. 

3ut when we consider cast steel side frame trucks which 
do not meet present specifications, to say nothing of new 
specifications, then such a truck should not be considered 
for either a new or rebuilt car, since the new or rebuilt 
car settlement figures are naturally based on modern 
construction. 

Rather than submit this matter to letter ballot it would 
probably be better to adopt the report of the Arbitration 
Committee, with the amendment, and fix the specifica- 
tions for existing trucks in accordance with the stand- 
ards as they are now on our records, and make them sub- 
ject to change in specifications for existing trucks from 
time to time. If Mr. Tatum would accept an amendment 
to his motion, to refer that matter jointly to the Car 
Construction Committee and the Arbitration Committee, 
his point will be covered and the rules will be in proper 
shape for the use of existing trucks of proper design. I 
assume that the adoption of Rule 112, that is, the modifi- 
cations in Rule 112, is subject to the approval by letter 
ballot of Rule 112 by the roads. 

Mr. Tatum: If we are right, or if this proposed new 
rule or change in rule is right, what have we to fear? We 
are not sacrificing safety when we use a device that has 
proved itself safe. There are trucks under cars that have 
given satisfactory service and will continue to do so and 
I will not be a party to scrapping such trucks. The ex- 
pense of this proposed change in the rule is far-reaching. 
Mr. Kleine has suggested some interpretation that he put 
on it or might put on it, but I interpret the rule as it is 
written. 

F. W. Brazier (N. Y. C.): Mr. Kleine has the 
same idea that I have. If you cannot trust the Com- 
mittee on Car Construction and the Arbitration Com- 
mittee to bring out all the facts you better wipe us 
out. A letter ballot is often taken in a hurried way. 
But if you will leave this matter of the amendment 
to the committee’s report as outlined by Mr. Kleine, 
I think you will all be satisfied. Therefore, I second 
Mr. Kleine’s amendment. 

(The amendment was carried.) 

(The original motion to accept the report was restated, 
including this amendment, and the final motion—that the 
report be accepted and the amendment be referred to a 
joint committee from the Arbitration and Car Construc- 
tion Committees—was seconded and carried.) 
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Report of Committee on Prices for Labor and Materials 


Material, labor and equipment costs analyzed and price changes 
suggested for more equitable billing 


In order that the rules may current- 
ly provide an equitable basis for inter- 
road billing, the committee has con- 
tinued the work of analyzing material, 
labor and new equipment costs in A. 
R. A. Interchange Rules 101, 107, 111 
and 112 of the freight car code and 
Rules 21 and 22 of the passenger car 
code, with a view of determining and 
recommending necessary changes to 
be made in the supplement, effective 
August 1, 1928. 

All miscellaneous material prices in 
Rule 101 were rechecked as of March 
1, quotations from purchasing agents 
of eleven railroads, representing 39 
per cent of total freight car owner- 
ship in the United States and Canada, 

idicating that no changes were necessary in new or scrap prices 
except in the case of couplers, journal bearings and lumber. On 
account of error in the previous calculation, the price of the 10- 
inch axle has also been corrected. 

Some criticism having been received in regard to credits al- 
lowed for friction draft gears, your committee arranged for 
field studies to be conducted at several points on a number of 
railroads, gears removed being taken apart and examined in de- 
tail. The result of this study developed that the present credit 

| 25 per cent of the price new, complete, for gears removed on 
account of a defective friction casing or defective casing and 
one or more parts other than a casing, as shown in the note 
preceding Item 250 of Rule 101, is correct. Also, that the credit 

for gears removed on account of any part or parts other than 
the casing being defective, shown in the current code at 50 per 
cent, should be increased to 60 per cent of the price new, com- 
plete, and your committee so recommends. Two new items 
covering additional types of friction draft gears are included in 
this rule. 

In new Item 155-A we are recommending a price on a pound 
basis for steel side and end doors for house cars. 

3ased on data received from eleven large representative roads 
in March, 1928, no change is warranted at this time in the hourly 
labor allowances. 

It is the opinion of your committee that specific labor allow- 
ances in Rule 107, originally based on time studies on wooden 
equipment, should be revised to provide for such repairs to steel 
equipment on rivet basis; and it is, therefore, recommended that 
the note following Item 433 of Rule 107 be eliminated and a 
new note to provide for repairs made by riveting or combination 
of bolts and rivets be incorporated under the various items in- 
volved. 

New Item 60-B is recommended covering the application of 
brake hanger pin or carrier standard to Vulcan truck side frames. 
Also, new Item 222-B to provide that no labor charge shall be 
made for journal box dust guard plug. Also, new Item 292 
covering R. & R. or R. spring plank on swing motion truck. 

The wording of Items 70, 117, 120, 121, 122, 228, 300, 443, 452 
and 456-A has been revised to clarify the intent. Items 122-A 
and 224 are eliminated on account of being covered in other items. 

Item 122-E is revised to provide an additional charge in con- 
nection with coupler and draft gear operations when draft pan 
or carrier irons is riveted. 

The allowance under Item 243 has been increased as a result 
of time studies of the operation. 

Modification of wording to clarify the intent is recommended 
under Item 34 and second note following Item 36 of Rule 111. 

Recommendations are made in Rule 112 respecting reproduc- 
tion pound prices of new freight train cars of all classes in order 
that Supplement of August 1, 1928, may reflect 1927 costs in 
lieu of 1926 figures shown in the present Code. The prices sub- 

mitted for your approval will be found to follow the trend which 
occurred in the 1927 market covering total new equipment pur- 
chases as compared with 1926. Pound prices for refrigerator, 
poultry and tank cars are based on figures furnished by repre- 
sentative roads and private lines in the United States and Canada. 
Prices for all other equipment represent the average selling price 
set up by Presidents’ Conference Committee, which secured quota- 
tions on total output of several large United States car manu- 
facturers. Figures from Canadian roads were not used as their 
total ownership is less than one-tenth that of United States 
carriers and effect of including same in weighted average would 
be negligible. 





A. E. Calkins 
Chairman 
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A new note is recommended under this rule to cover an ad- 
ditional allowance where care are equipped” with two-wear 
wrought-steel wheels. 

Settlement prices have been set up in this rule for the new 
classes of tank cars authorized by the container specifications 
and approved by the interstate commerce commission. 

There being very few “Insulated cars with heater pipes, Class 
III only” in service, and no quotations available for any of these 
cars built during 1927, it is recommended that settlement price 
for this class of car be changed from the per pound basis to the 
reproduction cost basis, the same as Class V cars. 

On account of the many types of heater pipes applies to tank 
cars designed for various commodities, and the wide variation 
in cost and weight of such pipe, it was felt impossible to make 
an equitable basis for settlement under the method shown in the 
current rules; and it is recommended that prices for Classes I, 
II, III, IV, 103-A, 104, and 104-A tank cars should apply, re- 
gardless of whether or not they are equipped with heater pipes; 
but with additional allowance where equipped with such pipes 
two inches or more in diameter. Consideration was also given 
to heater pipes under two inches in diameter but it was the con- 
clusion that owner would be reimbursed by the additional weight 
on the per pound basis for the non-piped car. 

Changes in material prives of eleven items under passenger 
car rule 22, are recommended, based on quotations as of March 1 
from the purchasing agents of eleven representative roads. 

It is the intent of the committee to investigate labor and 
material costs again in October, and if sufficient change develops, 
necessary revision will be made and inserted in the rules effective 
January 1, 1929. 

The changes recommended in the existing rules are shown on 
sheets attached. 


Changes Recommended in the Interchange Rules 
Rute 101 


The words net, applied, have been added to Item No. 16 of 
this rule. The following new items of material are proposed 
to be added under this rule: 

Item Present Proposed 


No. Material 8-in. 10-in. 8-in. 10-in. 


16-A Centrifugal dirt collector, 1-in. or 13-in., 


ee es eee ose pec OS 05 
Item Present Proposed 
No. Material Charge Credit Charge Credit 


155-A Door, steel, side or end, house cars, 
applied to car, per Ib. . 60 60 $3 08 13 055 

Note. —Credit toe jual the weight 

charged, except upon authority of 

defect card covering missing door. 


Item Length Length Price 

No. Nameof Gearand Type of Gear f Pocket per En 

(Inches) (Inches) of Car 

277-A National M-16........... 20% 20% $37.40 
281-A Symons M nat oes 22% 24% 43.90 Exclusive 


of wedge 
end cap fol- 
lower plate. 


The committee recommends the note preceding item No. 250, 
shown on page 125, be amended, effective August 1, 1928, 
provide that the present credit of 50 per cent for complete gears 
removed on account of any part or parts other than casing being 
defective, be increased to 60 per cent of the price new, complete. 


Rute 107 


Under this rule the committee proposes the addition of the 
following note to Item Nos. 4, 5, 60, 61, 71, 98, 98-A, 155, 157, 
160, op 166, 169, 189, 241, 242, 247, 251, 280, 281, 391, 392 
and 39 

Note—When rivets are used, the charge shall be made on a 
rivet basis. When a combination of rivets and bolts are used, 
the charge shall be made on a rivet and bolt basis. 

The following note is proposed to be added to Item No. 122: 
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Note-—When a coupler is removed at the same time, charge 
additional labor as per litem 120. 

The following note is proposed to be added to Item No. 300: 

Note.—This also applies to sheathing above, between or below 
the end door or the end and side vent openings. 

Minor changes in the wording have been made to Items Nos. 


70, 117, 120, 122-B, 154, 156, 158, 228, 272-A, 381, 443, 452 and 
456-A,. 
Items 122-A, 224 and the note after Item 433 have been elim- 
inated 
Ihe following new items are proposed for addition to this rule: 
Proposed 
Hours, Hours, re- 
Item ordinary frigetator 
No OPERATION car car 
60-B Brake hanger pin or carrier, riveted, Vulcan 
Andrews, or similar type trucks, renewed 
includes brake hanger R. & FP. or R.) 
add jacking of car «hen necessary) ; 0.8 0.8 
222-B Journal to» dust guard plug No charge to be meade. 
Spring plenk. swing motion truck, R. & R. 
or R., includes PF. & R.. includes PF. & R 
of boleter, hangers, springs, bolts and 
lage (add jacking of car when necessary) 4.2 4.2 
Rute 111 


The words, or to apply cylinder gastet, have been added to 
the end of Item 34. The following has been added to the second 
note following Item 34. The words, bolts securing cylinder to 
reservoir, have been added to the end of the first sentence and 
the words, renewed in cases where the cylinder or reservoir is 


not R. & R. R. have been added to the end of the last sentence 
under this item 
[In addition to the new items, the committee also recommends 


in Rule 112, six changes in labor prices under six items, all of 
which are increases. There were seven decreases in labor prices 
as applied to work on refrigerator cars.—Editor] 
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June 27, 1928 


Passencer Car Rute 22 


Item MATERIAL Present Proposed 
No. Charge Credit Charge Credit 
13 Burners, round wick, applied, 
each $0. Si $0.40 
14 Candles, per tb 19 So 17 
20 Chimneys, round wick. applied, 
each 19 ie een 17 
23 Cas mantles, applied. each 36 : 39 
25 Hose, 1%. 1's ort %in., traight 
port, steam. complete with 
fittings, applied $6.15 $3.03 6.62 $3.26 
37-D_ Pipe. ex ra heavy wrot, per ft., 
1\ in 38 01 26 01 
37-G Covplings. extra heavy wrot, 2in. 20 . . 37 
37-H_ Elbows, extra heavy wrot, 2in... 20 sec 32 
37-1 Nipples, extra heavy ¥ rot, 2 in. 23 ond 14 
37-J Red: cing or Street elbows, extra 
heavy wrot, 2 in 32 ~ 49 
37-K Unions, lip type, extra heavy 
wrot, 2 in. 30 bane 45 


PASSENGER Car RULE 22 

The report is signed hy A. E. Calkins (chairman), superin- 
tendent rolling stock, New York Central; Ira Everett, chief 
car inspector, Lehigh Valley; J. K. Watson, assistant car fore- 
man, Atchison, Topeka & Santa Fe; E. H. Weighman, master 
car builder, Kansas City Southern; P. Kass, superintendent car 
department, Chicago, Rock Island & Pacific; T. J. Boring, gen- 
eral foreman, M. C. B. clearing house, Pennsylvana; H. H. 
Harvey, general car foreman, Chicago, Burlington & Quincy; 
H. H. Boyd, assistant chief mechanical engineer, Canadian 
Pacific; A. E. Smith, vice-president, Union Tank Car Company, 
and A. H. Gaebler, master car builder, Swift Refrigerator 
Transportation Company. 


Discussion 
J. S. Lentz (L. V.): I move the report be adopted. 
(The motion was carried.) 


Report on Specifications and Test for Materials 


Specifications for hose, chain, coupler pivot pins and malleable castings revised 


Your committee submits the follow- 
ing recommendations : 
Revision of Standard 


Specifications 
Exhibit A—Specifications for air 
brake and train air signal hose: 


These specifications have been revised 
largely as to form in order to clarify 
the meaning. Changes in substances 
are: To make the friction test min- 
imum requirement 16 lb. between tube 
and duck and between cover and duck, 
in accordance with present practice 
of construction; the use of the method 
of making set tests that is standard 
for all types of hose and new limits 
for tube and cover which permit the 
use of a compound that the manufacturer’s state will be more 
resistant to deterioration in service; the omission of the porosity 
test which is of doubtful value and has been generally omitted 
by purchasers; increase in tensile strength of tube and cover 
from 800 to 900, and 700 to 800 Ib. per sq. in. respectively. 
All of the changes have been in the interest of securing a more 
serviceable and lasting hose. 

Exhibit B—Label for air brake and signal hose: Revised as 
to designation of marking required for name of railroad and 
date manufactured to clarify meaning. No change in substance. 
To replace cut in air brake and signal hose specifications and 
on page 15, Section E of Manual. 





F. M, Waring 
Chairman 


Revisions of Recommended Practice Specifications 


Exhibit C—Specifications for wrapped and braided air, gas 
and oxygen hose: This is a revision of the present separate 
specifications for wrapped and for braided air hose to combine 
them into one specification together with additional requirements 
for gas and oxygen hose. 

Exhibit D—Specifications for chain: The present specifications 
cover ordinary wrought iron and steel chain, but not crane chain. 
These specifications cover a wrought iron crane chain and an 
ordinary purpose wrought iron or steel chain. Tables of dimen- 
sions of links, breaking strengths and proof loads have been 
revised and put on a logical basis in conformity with results 
of a large amount of data from manufacturers and consumers. 
These specifications have been discussed with the chain man- 


ufacturers and it is believed that their adoption and use by the 
American Railway Association will do much towards standard- 
izing quality and dimensions for this material which at the pres- 
ent time is subject to unimportant but annoying differences in 
requirements of various railroad specifications. It is recom- 
mended that these specifications be adopted as recommended 
practice rather than as standard until they have been given a 
thorough trial by the members. 

Exhibit E—Specifications for coupler knuckle pivot pins: It 
is recommended that the present standard specifications be re- 
placed by these proposed specifications as recommended prac- 
tice. The scope of the specifications has been enlarged to cover 
pins of various sizes and bars for making pins. The drop 
test has been placed on a formula basis to take care of various 
sized pins. No change has been made in the test requirements 
for the standard 1%-in. pin. The chemical requirements for 
manganese have been changed from not over .70, to .50 to 90 
per cent, and for sulphur from .05 to .06 per cent. 

Exhibit F—Specifications for malleable iron castings: These 
have been revised to include a requirement for minimum yield 
point and an increase in elongation together with some change 
in form and minor requirements. They have been discussed 
with representative manufacturers and are believed to be in 
agreement with the improved quality of malleable castings that 
are now available. 

The report was signed by F. M. Waring (chairman), engineer 
of tests, Pennsylvania; C. P. Van Gundy, engineer of tests, 
Baltimore & Ohio; Frank Zeleny, engineer of tests, Chicago, 
Burlington & Quincy; A. H. Fetters, mechanical engineer, Union 
Pacific, H. G. Burnham, engineer of tests, Northern Pacific; 
J. C. Ramage, engineer of tests, Southern; J. H. Gibboney, 
chemist, Norfolk & Western; F. T. Quinlan, Engineer of tests, 
New York, New Haven & Hartford; T. D. Sedwick, engineer 
of tests, Chicago, Rock Island & Pacific; G. N. Prentiss, engineer 
of tests, Chicago, Milwaukee, St. Faul and Pacific; H. W. Faus, 
engineer of tests, New York Central; H. D. Browne, engineer 
of tests, Chicago & North Western; E. E. Chapman, engineer 
of tests, Atchison, Topeka & Santa Fe Railway. 


Exhibit A—Specifications for Air-brake and Train 
Air-signal Hose 


1. General—Hose furnished to these specifications will be inspected 


and tested in accordance with the general instructions on standard 
methods of tests for rubber goods as adopted by the American Railway 
Association. 
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2. Scope—These specifications cover wrapped air-brake and air-signal 


hose for train service 


I. MANUFACTURE 


3. Construction—The hose shall consist of: 
(a) An inner rubber tube 
(b) Reinforcement of plies of cotton duck. 
(c) An outer rubber cover. 
(d) End caps of rubber . 
4 Rubber Tube—The rubber tube shall be smooth, uniform in 
quality and thickness and free from injurious defects 
5 Cotton Reinforcement—(a) The reinforcement shall consist of 
not less than four plies of cotton duck cut on a bias of approximately 
45 degrees and applied evenly and firmly over the tube with not less 
than % in. lap not sewed The plies of duck shall be well frictioned 
on both sides with a rubber compound which shall firmly join the plies 
to the rubber tube and the cover and to each other 
(b) The cotton duck shall be evenly woven from high grade cotton, 
be free from mechanical defects and be sufficiently strong to enable 
the hose to withstand the hydrostatic test and at the same time be soft 
and pliable. 
6. Rubber Cover—The rubber cover shall be uniform in quality 
and thickness and free from injurious defects 
7 Rubber End Caps—Each length of hose shall have a rubber cap 
firmly vulcanized on each end. 


Il. PHystcat Properties AND TESTS 


8 Test Samples—(a) For each lot of 200 pieces of hose one extra 


piece of hose shall be furnished free of charge From each such lot 
of 201 pieces one sample for test purposes shall be selected at random 
by the inspector representing the purchaser. 

(b) Five i-in. long sections shall be cut from one end of the test 


sample One of these sections shall be used for making the friction 
and stretching tests, and one for making the tensile test; the remaining 
three l-in. sections may be used for making an, additional tests desired. 
The remaining 17-in. length of the sample shal] be used for the pressure 
tests 

». Friction Test—This test shall be made with the following weights 
ard the unwindnig shall not 7 we 4 in. in four minutes: 


Between plies of duck, tb....... sauhenesenaess co ae 
Between tube and duck, Ib............eeeee0. ate se 
Between cover and duck, Ib............+.... ecco 86 


10. Permanent Set Test—Test specimens cut from the tube and cover 
shall be stretched until the marks of the 2-in. gage length are 10 in. apart, 
so held for two minutes, released, and measured at the expiration of two 
minutes. The permanent set shall be the difference between the original 
2-in. gage length and the final length and for the tube shall not be less 
than */g. in. and not more than "/g: in. and for the cover not less than 
7 
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Malleable Iron Test Specimen 


11. Tension Test of Tube and Cover—The tensile strength of the tube 
shall not be less than 900 Ib. per sq. in. and of the cover not less 
than 800 Ib. per sq. in Gage marks originally 2 in. apart shall have 
stretched to at least 12 in. before the specimen breaks 

12. Hydrostatic Test—The 17-in. section of hose shall be subjected 
to a hydrostatic pressure of 200 Ib. per sq. in., applied at the rate of 
not less than 100 Ib. per sq. in. in 6 seconds. The expansion in circum 
ference at this pressure shall not be more than % in. for air brake or 
l'/1— in. for air signal hose. The hose shall not show any leaks or other 
defects. After the above test the same section of hose shall then be 
subjected to a hydrostatic pressure of 500 Ib. per sq. in. for 10 minutes 
without showing any leaks or other defects and without bursting; after 
which the pressure will be increased until] the hose bursts which shall not 
occur at a pressure less than 700 Ib. per sq. in. 


III. STANDARD SIZES AND DIMENSIONS 


13. Dimensions—The dimensions of hose may vary im accordance 
with the following tolerances: 


Outside Inside Thickness of 
Length diameter, diameter, cap vulcanized 
inches inches inches on, inches 
Air- Brake Hose- 
Maximum 22% 2% if wv 
Minimum . 22 2% 1 nn 
Air-Signal Hose — 
Maximum ees . 2% 1% it * 
Minimum ie > a iH i io 


14. Thickness of Tube and Cover—The minimum thickness at any 
point shall be not less than */g in. for the tube and */:e in. for the cover. 


IV. WorRKMANSHIP AND FINISH 


15. Workmanship—The hose shall be made in a workmanlike manner 
and shall be free from injurious defects. i 

16. Finish—The hose shall be smooth and regular in size throughout 
its entire length. 
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V. MARKINGS 


17 Sersral Numbe kach piece ot hose in each lot of 201 or less 
pieces shall bear the serial number Lot serial numbers shall begin with 
7 yn the t of the ulendar year and continue consecutively until 
the end of the year 

18 Late Each length of hose shall have vulcanized on it a label 
of red rubber as show n Figure 1 This label shall be applied around 
the hose at a poi: t 6 in. from the end (a variation of 4% in. either way 
will he permitted) ard with the top of the lettering toward the center 
of the hose The use of a rectangular label in additon tw the band 


label is optional with any ra lroad, provided a space, preferably 2 in., is 
allowed between the two labels 


VI. INSPECTION AND REJECTION 


19 Inspection—(a) Unless otherwise specified, tests and inspection 
shall be made at the place of manufacture prior to shipment The manu 
facturer shall notify the purchaser ufficiently in advance of the com 
pletion of the hose to ermit of arrangements for inspection The 


manufacturer shall afford the inspector representing the purchaser, free 
of charge, all reasonable facilites to satisfy him that the hose is beinx 


furnished in accorda: ce wth the specifications 
(b) The purchaser may make the test to govern the acceptance or 
rejection of the hose in his own laboratory or elsewhere. Such tests shall 


be made at the expense of the purchaser, and not later than 60 days 
after date of shipment 

20. Rejection—(a) Hore represerted by samples which fail to con 
form to the requirements of these specifications will be rejected 


LENGTH APPROXIMATELY EQUAL TO CIRCUMPERENCE OF HOSE 





NAME OF RAILROAD 





MONTH YEAR | 
(OATE MADE) | 


NAME nF MANUF A TURER SS t SERIAL NUMBER ' 


Labe! for Air Brake and Air Signal Hose 














(b) Hose which, subsquert to above tests at the mills or elsewhere 
and its acceptance, or prior to being laced in service level ps man 
facturer’s deiects or fails to pass any of the tests herein required within 
60 days from date of sh ent, will he resected 


2! Revected Samples—Samples tested in accordance with this specifi 
cation, which represent rejected material, shall be preserve for fourteen 
lays from the date of the test report 


Exhibit C—Specifications for Air, Gas and Oxygen, 
Wrapped and Braided Hose 


1 General—Hose furnished to these specification will be inspected 
and tested in accordance with the General Instructions on Standard 
Methods of Tests for Rubber Goods as adopted by the American Railway 
Association 

Scope—These specifications cover beth wrapped canvas and braided air 
hose for ue with pneumatic drills, hammers, hoists and other pneumatic 
devices working at not more than 125 Ih. pressure and for vacuum cleaning 
outfits, and al-o the same two reinforcement types of gas and oxygen hose 
for use with oxy-acetylene and similar cutting and welding apparatus 


I. MANUFACTURE 


3. Construction-—The hose shall consist of 


(a) An moer rubber tube. 
(b) Reinforcement of plies of cotton duck or braided cotton fabric 
(c) An outer rubber cover 
(d) A protective covering (when specified). 
4 Rubber Tub The rubber tube shall be smooth, uniform in quality 
and thickness and free from injurious defects 
5 Cotton Reimforcement—(a) The reinforcement shal] consist of cot 
ton duck for wrapped hose and braided fabric for braided hose Both 


the duck and the fabric shall be made from high grade cotton, be free 
from mechanical defects and sufficiently stong to e: able the house to with 
stand the hydrostatic test and at the same time be soft and pliable 





Railroad 


— 
iS 





Wrapped or Braided, Air 
or Gas Hose—Size 


yrPo 
>Re Ww 
n> 





Oz 


Manufacturer 




















Label for Air or Gas Hose 


(b) Wrapped Hose—The plies of cotton duck shall he cut on a bias 
of approximately 45 degrees and applied evenly and firmly over the tube 
with rot less than % in. lap, not sewed. The plies of duck shall be well 
frictioned on both sides with a rubber compound which shall firmly join 
the plies to the rubber tube and cover and to each other. The sumer of 
plies of cotton duck shall be 
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Inside Diameter of Hose, In Number of Plies 
“4, % ogbatacccecneces Optional with Manufacturer 
5 D peeccccdéscdcvuadeuteewesussieass son 
2 B cvcscescccstctpedetes cnceedéedes 5 
(c) Braided Hose—The fabric shall be firmly braided over the rubber 
tube The plies of fabric shall be impregnated with a rubber compound 


y join the plies to the rubber tube and cover and to 
shall be a sufficient coating of rubber compound 
as to form a distinct layer of rubber. The number 
shall be optional with the manu- 


rich shall firm! 

each other rhere 
plies so 
sizes 4% in, and % in. 


= 


between the 


of plies tor 
facturer All other sizes shall have three pliesh 
bber Cover—The rubber cover shall be uniform in quality and 


id free fom injurious defects 


‘rotective Covering—The protective covering shall be of wire 
armor or woven cotton jacket, as follows: 

" Wire Armor—For hose lin. and under, the armor shall be 
/ee in. x ie im. half oval galvanized steel wire, wrapped with % in. 
space between adjacent turns For hose over 1 in., the armor shall be 

» in. x half round galvanized steel wire, wrapped with % in. 
space between adjacent turns. Any other size of half round or half oval 
equal or greater area shall be considered the equivalent to the 

sizes specifie 

t The weight of the woven cotton jacket per lineal foot shall be 
not less than ¢ lowing 

Minimum weight, 

I i ameter of hose, in oz. per lin. ft. 

M% 
1 
1% 
a1 
“72 
3 


Il. PHystcat Properties AND TESTS 





8 Test ample—-A sample 36 in. long shall be cut from each lot of 
tt r iess f each size of each kind of hose 
riction Test his test shall be made with the following weights 
a the unwinding shall not exceed 4 in. in four minutes: 
a Wrapped Hose 


Sizes % in. ar 
Between the plies, Ib 
Between the 


All other sizes 
Bet weer the plies, iis counaes cuseagescoussoessbead 18 
Between the cover and plies and the tube and plies 
Te 0008060500 6065d0650b0C00 bb ES bee vé8bebEEsS 5 
(b) Braided Hose— 
Sizes 4% in. and %& in.— 
Between the tube and plies, Ib.......ceeceeceecs 7 
Between the cover and plies, Ib..........eesees 5 
All other sizes 
Between the tube and plies and between the cover 
and plies, Ib........+... WITTTITITITT TTT ttt 


Note—Where the size of hose makes it impractical to obtain an 
unwinding of as much as 4 in., the rate of unwinding must not exc 
4 in. in 4 minutes 


Test specimens cut from the tube and cover 


10. Permanent Set Test- 
in. gage length are 7 in. 


shall be stretched until the marks of the 2 
and 8 in. apart, respectively, so held for two minutes, released, and 
measured at the expiration of two minutes. The permanent set shall 

t be more than /g: in. 

ll. Tension Test of Tube and Cover—The tensile strength shall be 
not less than 800 Ib. per sq. in., for the tube, and 900 per sq. in. 
for the cover, except that for the 4% in. and ¥% in. sizes of gas and 
oxygen hose the tensile strength of the tube shall be not less than 


700 Ib. per sq and of the cover not less than 800 Ib. per sq. in. he 
elongation at the breaking load shal] not be less than 5 in. for the tube 
and 6 in. for the cover 

12. Hydrostatic Test—The remainder of the 36 in. sample, after all 
other test pieces have been cut therefrom, shall be subjected to a hydro- 
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defects the indicated pressure maintained for 10 minutes for the respective 
sizes of hose shown in the following table: 
Inside Diameter of Hose, In. Test Pressure Ib. per sq. in. 


Wrapped hose Braided hose 


pea ooo eeheb eekeees teehee ngebecenee 800 800 
. BPITTITIPT rte ee 625 600 
TR eecrcococcccocesesesscueseseesseees 625 700 
TE eeececcccecse cs 0606s abbeeeedte Oba 625 625 
BD = —s és nn bk 4b 5E0050 460068 SSC SE eR eehbees 625 550 
} rer tea eee ee 550 450 
BFS ccbdcccns 60 6680660 06666Ke SESD0CNSS 550 375 
III. StTanparp S1zEs AND DIMENSIONS 
; J 3. Standard Sizes—(a) Diameter—The standard sizes shall be as 
ollows: 
Air Hose— 
% in., % in., % in., % in., 1 in., 1% .n. and 1% in. 
inside diameter. 


Gas and Oxygen Hose— 

4% in. inside diameter and *"/gg in. outside diameter. 

% in. inside diameter and **/g in. outside diameter. 

(b) Length—Unless otherwise specified, wrapped hose shall be fur- 

nished in 50 ft. lengths, and braided hose for the sizes 1 in. and smaller 

shall be furnished in approximately 500 ft. lengths; and for the 1% in. 
and 1% in. sizes in approximately 250 ft. lengths. 

14. Thickness of Tube and Cover—The minimum 

and cover shall be as follows: 
Wrapped Hose 


thickness of tube 


3raided Hose 


Inside Diameter, In. Tube Cover Tube Cover 
in Je edanennehaat 0.0625 in 0.031 in. 0.0625 in, 0.031 in. 
Ys Yi. hind STITT 0.094 in. 0.062 in. 0.094 in. 0.062 in. 
@, 472 «a+ 
15. Tolerance—(a) For wrapped hose, the inside diameter may 


vary either way from that specified by not more than ‘/g, in. for sizes 
4 in. to % in. and by not more than '/g in. for larger sizes. 

(b) For braided hose, the inside diameter may vary either way from 
that specified by not more than */g in. for the sizes #4 in. and smaller, 
and by not more than */ie in. for the larger sizes. 

(c) The outside diameter may vary ecither way 
in Section 13 (a) by not more than */g: in. 


IV. MARKING 


16. Color—The color of the rubber cover of all hose shall be black, 
except that hose ordered as being intended to convey acetylene or other 
gas except oxygen and air shall , & red. 

17. Label—Each length of hose shall have the prescribed labels of a 
distinctly different color from that of the rubber cover inlaid therein and 
vulcanized thereto. When lengths of less than 50 ft. are specified, the 
labels shall be located approximately in the center of the len of 
hose. Lengths over 50 ft. shall have the label spaced not more than 
2 ft. apart. On wrapped hose, lengths of 50 ft. shall have the label 
located approximately 3 ft. from each end. The label shall be of general 
form shown in Fig. 1, and shall indicate the size of hose, name of 
manufacturer, month and year of manufacture, and a serial number for 
each lot of 500 ft. or less of each kind and size of hose. When specified 
on the order, the label shall bear the name of the railroad. Serial 
numbers shall commence with “1” on the first of the year and continue 
consecutively until the end of the year. The letters and figures shall be 
1/e in. in relief and shall be clear nad distinct. 


V. INSPECTION AND REJECTION 


18. Inspection—(a) Unless otherwise specified, tests and inspection 
shall be made at the place of manufacture prior to shipment. The manu- 
facturer shall notify the purchaser sufficiently in advance of the com- 
pletion of the hose to permit of arrangements for inspection. The 
manufacturer shall afford the inspector representing the purchaser, free 
of charge, all reasonable facilities to satisfy him that the hose is being 
furnished in accordance with the specifications. 

(b) The purchaser may make the test to govern the acceptance or 
rejection of the hose in his own laboratory or elsewhere. Such tests shall 
be made at the expense of the purchaser, and not later than 60 days after 
date of shipment. 

19. Rejection—(a) Hose represented by samples which fail to con- 
form to the requirements of these specifications will be rejected. 

(b) Hose which, subsequent to above tests at the mills or elsewhere, 
and its acceptance, or prior to being placed in service, develops manu- 
facturer’s defects, or fails to pass any of the tests herein required within 
60 days from date of shipment, will be rejected. - : 

20. Rejected Samples—Samples tested in accordance with this specifi- 
cation which represent rejected material, shall be preserved for fourteen 


from that specified 





























static pressure applied at the rate of not less than 100 Ib. per sq. in. 
6 seconds and shall withstand without bursting or developing other days from the date of test report. 
laste I.—Proor Tests AND TENSILE STRENGTH 
Nomina Proof test loads, Ib Breaking load, Ib. Safe working load, Ib. 
size t 
hain " EEE -_ on - ~ 
n Crane chain Proof coil Crane chain Proof coil Crane chain Proof coil 
wrought iron iron or steel wrought iron iron or steel wrought iron iron or steel 
4 1.767 1,700 3,535 3,400 1,060 850 
ry 2.760 2,650 5,520 5,300 1,655 1,325 
oY 3,975 3,850 7,950 7,700 2,385 1,925 
Ys 5,415 5,250 10,830 10,500 3,250 2,625 
7,072 6,850 14,145 13,700 4,240 3,425 
s 8,947 8,650 17,895 17,300 5,370 4,325 
by 11,047 10,700 22,095 21,400 6,630 5,350 
a, 15,900 15,350 31,800 30,700 9,540 7,675 
l4 21,622 20,900 43,245 41,800 12,960 10,450 
1 28,275 27,350 56,550 54,700 16,950 13,675 
1h, 33,400 66,800 20,040 
ik 41,250 Sies 82,500 24,750 
14, 49,900 . 99,300 29,910 
! 59,350 118,700 35,600 
14, 69,750 139,500 41,800 
13, 80,800 . 161,600 48,450 
1% 92,750 j : 185,500 55,300 
105,500 211,100 63,300 
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Exhibit D—Specifications for Chain 
I. MATERIAL AND MANUFACTURE 


1. Scope—These specifications cover two clastes of chain generally 
used for the following purposes: 

Crane Chain, for slings, hoists, steam shovels, and marine uses, and 
where an all-iron chain is desired 

Proof Coil, for railroad cars, construction and forestry work. 

2. Material—The material shall be as follows: 

Crane Chain—Wrought-iron, which shall be made from all pig puddled 
iron, free from any admixture of iron scrap or steel. 

Note—The term “iron scrap” applies only to foreign or bought scrap 
and does not include local mill products of crane chain iron quality. 

Proof Coil—Wrought-iron or open-hearth steel. The wrought iron may 
x made from all reworked scrap 

Note—The term “reworked scrap” applies to steel and iron scrap 
or a mixture of both 

3. Welding—Crane chain shall be lap-fire welded. Unless otherwise 
specified, Proof Coil chain may be made by either fire or electric 
welding process. 

4. Chemical Composition—The wrought iron and steel of the respec- 
tive classes of chain shall conform to the following requirements as to 
chemical composition: 


} 


Iron Steel 
Crane Proof Coil 
Manganese, maximum, per cent ochesenessesces Ge 
Phosphorus, maximum, per cent beeevtedeo< pont 0.04 
Sulphur, maximum, per cent...........se0++- ——— 0.04 


5S. Check Analyses—(a) Analyses may be made by the purchaser 
the bars or from the finished chain. The chemical composition thus 
etermined shall conform to the requirements specified in Section 4. 
(b Drillings for analysis shall be taken with a drill the diameter 
which is approximately one-half the diameter of the bar from which 
the drillings are taken, and cuttings shall be taken through the bar 
m surface to surface. 


III. PHystcat PRopeERTIES AND TESTS 


¢ Proof Tests—(a) All chain shall be proof tested by subjecting 
it to the loads shown in Table I, and when so tested it shall stand 
these | ads without showing any defects. 

b) When requested, the manufacturer shall furnish a certificate of 


proof test to the purchaser or his representative. 

7. Tension T ests—(a) Samples from finished chain shall conform 
to the minimum requirements as to tensile strength specified in Table I. 

(b) The elongation, determined in a gage length of from 12 to 18 in. 
to the nearest link, shall be not less than 15 per cent. for both Crane 
nd Proof Coil chain. 

8 Test Specimens—Tension test specimens shal] consist of a length 
not less than 2 ft. cut from the finished chain. 

9. Number of Tests—One tension test shall be made to represent 
each lot of 200 ft. of chain or fraction thereof ordered. 

10 Retests—If the tension test fails to conform to the requirements 
specified in Section 7, two additional tension tests may be made from 
the same lot, each of which shail meet the requirements of Section 7. 

11. Etch Tests—Crane Chain—The cross section of the test specimen 
shall be ground or polished, and etched for a sufficient period to develop 
the structure The structure shall be uniform and characteristic of 
wrought iron free from steel. 

A solution of 10 per cent. hydrochloric acid (sp. gr. 1.19), 30 per 
cent sulphuric acid (sp. gr. 1.84), amd 60 per cent. water; or 25 per 
cent. nitric acid (sp. gr. 1.42), and 75 per cent. water, is recommended 
for the etch test 


IV. Sranparp WEIGHTS AND DIMENSIONS 


12. Nominal Weights and Lengths—(a) The nominal weights of 
00 ft., nominal lenghts of 100 links and nominal dimensions of links 
for chain of various sizes are given in Table II. 

(b) The weights and lengths of 100 links of chain shall not vary 
more than 4 per cent. over nor more than 4 per cent. under the nominal 
weight and lenaths epeuinen in Table II. Excess weight over the 
permissible variations of yer cent. may be cause for rejection. All 
chain accepted shall be aid i at actual weight. 

(c) The length shall be measured after the chain has been proof 
tested and shall be measured to the inside of the end links 

(d) Im determining the length of the chain, a load not exceeding 10 
per cent x. the proof load specified in Table I, shall be applied to take 
up the slack 
a3 Workmanship and Finish—(a) The chain shall be free from 

urious defects and shall have a workmanlike finish. The diameter 
of the bar in all chain shall not be less than the nominal size in the 
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body and welds, and unless otherwise specified, the weld shall not 
exceed the diameter of the bar more than 25 per cent. 

(b) Prior to testing and inspection the chain shall be free from 
paint or other coating which would tend to conceal defects. 


VI. INspecrion AND REJECTION 


14. Inspection—(a) The inspector representing the purchaser shall 
have free entry at all time while work on the contract of the purchaser 
is being performed, to all parts of the manufacturer’s works which 
concern the manufacture of the chain ordered. The manufacturer shall 
afford the inspector, without charge, all reasonable facilities to satisfy 
him that the the chain is being furnished in accordance with these specifi- 
cations. 

(b) Unless otherwise specified, all tests and inspection shall be made 
at the place of manufacture, but when specified by the purchaser, he 
may make the tests and inspection to govern the acceptance or rejection 
of the chain at his own laboratory or elsewhere at his own expense. 

(c) Tests and inspection shall be so conducted as not to interfere 
unnecessarily with the operation of the works. 

15. Rejection—(a) Unless otherwise specified, any rejection based 
on tests, made in accordance with Section 14 (b), shall be reported within 
five working days from receipt of samples. 

(b) Chain which subsequent to the above tests at the mill or else- 
where and its acceptance, or prior to being placed in service, develops 
manufacturing defects will be rejected. 

16. Rehearing—Samples tested in accordance with Section 14 (b), 
which represent rejected chain, shall be preserved for two weeks from 
the date of the test report 


Exhibit E—Specifications for Coupler Knuckle 
Pivot Pins 


1. Scope—These specifications cover all heat-treated carbon steel 
knuckle pivot pins and other coupler pins; also bars for making pins. 


I. MANUFACTURE 


2. Process—The steel shall be made by the open-hearth process. 
3. Heat Treatment—The pins shall be properly heat-treated to meet 
the requirements of the physical tests. 


II. CHEMICAL PROPERTIES AND TESTS 


4. Chemical Composition—The steel shall conform to the following 
requirements as to chemical composition. 


COSREE: cccccoddeccccvesdesveedeo. 0.55—0.75 per cent. 
PEMPPMGSS, Sccvsuceesecs cedbeeeeoes 0.50—0.90 per cent. 
Phosphorus, mot OVEr......+.seee00. 0.05 per cent. 
Sulphur, mot OveEr........ccseceees 0.06 per cent. 


5S. Ladle Analyses—An analysis shall be made by the manufacturer 
from a test ingot taken during the pouring of each melt, to determine 
the percentage of carbon, manganese, phosphorus, sulphur and _ silicon. 
Drillings for analysis shall be taken not less than % in beneath the 
surface of the test ingot. A copy of this analysis shall be given the 
purchaser or his representative. This analysis shall conform to the 
requirements specified in Section 4. 

6. Check Analyses—A check analysis shall be made from the finished 
material representing each melt, by the purchaser or his representative, 
and shall meet the requirements specified in Section 4. 


III. Puysitcat Properties AND TESTS 


7. Drop Test—(a) This test shall be made on a standard A. R. A. 
drop-test machine, or a drop-test machine that will give equivalent 
results, the pin resting on rounded supports held rigidly 10 in. center 
to center. If made on a standard A. kA machine, the pin shall be 
struck one blow by a tup weight 1,640 or 2,240 Ib., falling from a 
height determined from the following formula: 

For 1640-lb. Tup: H=1.16 d? 

For 2240-lb. Tup: H=0.85 d?* 
in which “H” is the height of the drop in feet and “d” is the diameter 
of the pin in inches. The height of y a for the standard 1% in. pin 
ro tig 3.0 feet (36 in.), for 16401b. tup and 2.25 feet (27 in.) for 
2240-Ib. tup. 

(b) The pin shall show a deflection of not less than 15 deg., nor 
more than 30 deg., without cracking or breaking. 

8. Number of Tests—The manufacturers shall furnish, free of 
charge, one extra pin with each lot of 200 or less. 








TasLe I].—NominaL WEIGHTS AND DIMENSIONS 




















Nominal Actual Nominal length of Nominal! weight : Nominal dimensions of links, in. ; 
size of size of 100 links, in. per 100 ft., Ib. Crane chain Proof coil 
chain bar, Material, ——< 
in. in. Outside Inside Outside Inside 
Crane Proof Crane Proof — ice eee ieee 
chain coil chain coil Length Width Length Width Length Width Length Width 

4 ts 86 100 78 70 18 i i ve 1 ix i 4 
yA # 100 111 115 105 it} ly i le 1 iv iis le 
ag # 109 123 166 158 1# 1yy li’ 5 la iit 1; & 
‘es + 122 138 220 210 oi 144 iys tk 2 it 1% a 
ig + 134 150 275 265 2 | itt 4 2 1% ig if 
% Y 156 175 350 335 2% 1 ive 4 2 2ve 1% ‘ 
86 i 169 188 430 410 3 2v6 itt % 3 att 1% i 
% 4 188 213 615 580 3ys 2¥e 1% ty 3 2 2% i 
% 4 225 250 820 780 4% 3s 2 14 4 3% 2% 13% 

i 3 256 275 1,045 1,000 4%, 3H 2 1% 4 3% 2% 1% 

1% ; 288 ete 1,310 - Sx 3 2% 1% a : ay 

1% 5 306 ie 1,600 5% it 35 1% 

1% ; 363 ine 1,930 6 4 3% 1% 

i+ 387 _ 2,335 6 5 rt, 2 ¥ 

156 } 425 has 2,740 7 S 4 2 

1% b4 475 = 3,180 Ste 5 434 2% 

1% ; 525 hits 3,650 ove 6 534 24 

2 | 575 4,100 ott 6 53% 2% 























1490D142 
; a 
T\ PERMISSIBLE VARIATIONS 
Permissible ination The diameter of the pin may vary not 
re tha lus of s ‘Jag im. from that specified. The length shall 
: more ‘ “ below or above that specified. 


V. FInisH 
The finished pin shall be straight, have a smooth surface, 


be uniform ir iameter and shall not be painted 


VI. MARKINGS 


ifacturer’s name or identification marks shall 
each pin 

. spector representing the purchaser shall 

while work on the contract of the purchaser 

parts .of the manufacturer's works which 

ern the ture of the material ordered The manufacturer snal] 

f charve, all reasonable facil ties to satisfy 

him that the material is being furnished in accordance with these speci- 

the acceptance or 

Such tests, 


make the tests to govern 
laboratory or elsewhere. 
purchaser 


the material in his owr 

t ense of the 
Material which, subsequently to above tests at the 
" t acceptance, develops weak spots, cracks or 
to have injurious defects, will Re rejected and 

manufacturer at his ow expense 

tested in accordance with the specification, 


h ever. shall he e at the ex 


14 Rehearing Sampies 
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which represent rejected material, shall be preserved for fourteen days 


from date of test report. 


Exhibit F—Specifications for Malleable Iron Castings 


[The essential changes in these specifications are contained 
in Sections 2 and 3, which are reproduced below. Other changes 
are largely in arrangement and not in substance, hence the 


remainder of the specifications are omitted.—Editor] 
2. Tension Tests—(a) The tension test s;ecimen shall 
the following minimum requirements as to tensile propertie 


conform to 


Tensile strength, Ib. per sq. im........... $1,000 
“fF  — fF FS er eee . 30,000 
Elongation in 2 in. per cent............ . 

(b) The yield point shall be determined by the drop of the beam 
of the testing machine or by the divider metho The speed of the 
cro'shead of the machire shall not exceed Y% in. per m te 

3 Destruction Test—If the purchaser or his representative so decides, 
1 per cent. of the castings may be tested to destructio Castings thus 
tested shall show good, tough malleable iron 

Discussion 


A. H. Fetters (U. P.): I move the report be ac- 
cepted and referred to letter ballot. 


(The motion was carried.) 


Report of the Committee on Loading Rules 


Proposed form for printing rules not recommended— 
New rules suggested to meet special conditions 





Your committee has received during 
the year a number of recommenda- 
tions for changes and additions to 
the rules, these recommendations be- 
ing brought about by the introduction 


of wire or band tying methods for 
certain commodities in lieu of our 
present standard A. R. A. method. 


As a result of the new methods for 
securing the shipments, the committee 
has handled a large number of experi- 
mental shipments, a record being taken 
at the originating point of the ship- 
ment and then followed through to 
destination in order to determine 
whether the changes recommended 
were practical and safe. 

Your committee still has a number 
of subjects under investigation As a result of the work during 
the year, it submits the following changes and additions to the 
rules for your approval and submission to letter ballot for 
standards of the association 

At the annual meeting last year, J. J. Tatum (B. & O.), rec- 
ommended on the floor of the convention, that the Loading 
be revised and each rule be printed separately with suitable 





Samuel Lynn 
Chairman 


adoption as 


Rules 

uts, eliminating all cross references in order to simplify the 
rules and have them in such shape that they would be more 
easily interpreted by car inspectors and shippers. This recom- 


mendation was given careful consideration and was referred 
Loading Rules Committee and the 
follows: 


to a sub-committee the 

report of the sub-committee 
Form for Printing Loading Rules 

Your committee has carefully investigated the change as sug- 

1 and finds that the plan is not feasible for the following 


gested 

rea sOnS . . 
irst—In applying the general rules to each rule pertaining to 

a particular commodity, it would require an enormous lot of 

duplication of paragraphs and figures showing the manner of 

loading os 
Second—It would increase the size of the book from 277 

pages to approximately 500 pages, making it more cumbersome 


for the inspectors to carry around in their pockets 

Third—The present form of the loading rules book cost 18 
It requires approximately 72,000 copies of a 

demands. The book printed in the 


cents per ' 
new issue to sup] ly the 
with new cuts, duplicate cuts, etc., would cost 


form suggested 
approx mately 50 cents per copy or $36,000 for the supply as 
compared with approximately $13,000 in its present form. Your 


committee does not feel that this increased cost is warranted 

Fr ourth-——Investivation with some of the shippers indicates that 
the shippers are not interested in a change of this kind. Prac- 
tically all of the shippers are only interested in the commodity 
hip and have no trouble in interpreting the rule pertaining 


they ship 


to the loading of that commodity. 





Fifth—So far as the committee can determine, the Baltimore 
& Ohio stands alone in making this recommendation, as no sug- 
gestions or recommendations from other rvads have been 
received. 


General Rules for Loading Materials 
Rute 3 


Proposed Form—All single cars must be so loaded that one 
hand brake is accessible and operative. There must be a clear- 
ance of at least 6 in. between the brake wheel and lading im- 
mediately back of the brake wheel and a clearance of at, least 
12 in. between the brake wheel and lading on either side of the 
brake wheel; these clearances must extend to top of the lading 


There must also be a clearance of at least 4 in, under the brake 
clearance, the 


wheel. Beyond the specified brake wheel sid 
clearance between the lading and the outside face of the end 
sill must be not less than 12 in. except on gondola cars where 
the lading may be against the end. 

Explanation—This rule has been revised to permt a more 
intensive utilization of equipment. The modification was made 


at the request of a large shipper of various types of machinery, 
it being impossible to acquire the minimum weight on some cars 
without encroaching upon the provision of a 6 in. clearance for 
the full width of the car. 


Rue 7 


It is proposed to add the following as a note to this rule: 
“Note—A steel underframe car is one having steel center sills, 
steel side sills and steel body bolsters.” 

Explanation—The addition of the above note was requested hy 
one of the large shippers so as to clarify the meaning as between 
wood and steel underframe cars. 


Loading Lumber, Logs, Ties, Fence Posts, 
Tan Bark and Similar Products 
Rute 126 
The committee proposes to add the following 

the end of this rule: 

Stakes or wiring will not be required when half the diameter 
of the top layer of logs 12 in. or more in diameter is below the 
top of the car sides. 

Explanation—This rule has been revised to relieve technical 
exceptions which have been taken by car inspectors on account 
of no side stakes being applied to cars where a portion of large 
logs extend from 4 in. to 6 in. above the car sides 


Rute 141-A 


Proposed Form—When short poles are loaded in connection 
with twin load, the two bottom tiers, the two top tiers, and the 
outs de tier on cach side, must extend beyond the stakes nearest 
to the outer end of the car. The shorter poles must be inter- 


Group L. 


sentence to 
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laced not less than 36 in. and they must be distributed so as to Rute 201-A 

equalise the load as per Fig. 25. hie The committee proposes to add the following clause to the 
/.xplanation—This rule has been proposed to permit shipments end of the second sentence in this rule: 

of short poles in connection with twin loads when loaded in Proposed Form—When plates are too wide to be loaded in 





the above manner. Shipments in accordance with the proposed accordance with Rule 201 they may be loaded in accordance with 
method have been followed up in service and found satisfactory. Fig. 44-E. When so loaded there must be at least four tie 
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Fig. 90—Bracing for Oiled or Highly Planished Sheets 


Group II. Loading of Structural Material, Plates, straps, each not less than ¥% in. by 3 in. to each pile of plates 
. . . ss 23 ft. less length and five tie straps each not less than % 
Billets, Castings, Wheels, Pipe and Similar gE wag P nope gh rete Ph ays ah = Wee Fe 


in. by 3 in. for each pile of plates over 23 ft in lercth, but 
Products for piles of one-half or less than carrying cafacity of car the 
te 20 number of straps per pile may be reduced by one 
Rute 201 7 - ¢ Rotana dace? 
{The remainder of the rule is unciianged.— E:litor! 
The committee proposes to add the following sentence to Explanation—It has been demonstr.uted by experimental ship- 
the end of this rule: ments that this can be done. 
RQ. ®  @ 
- ee . 
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Fig. 83—Manner of Loading Pipe 24 in. or More in Diameter on Flat Cars 
When so loaded there must be at least three such clamps to Rute 216 
each pile of plates 23 ft. or less in length and four such clamps ; , : 
for each pile of plates over 23 ft. in length. Proposed Form—Ilf the lading which butts against the end 





Explanation—This rule has been revised to more clearly boards consists of only a single piece or two of a weight not 
designate the number of clamps required. exceeding a total of 6,000 lb. no end blocking is required. 
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On cars with steel ends or steel plated ends, this total weight 
may be increased to 15,000 Ib. 

Explanation—This rule has been revised to eliminate end 
blocking on gondola cars with steel ends or steel plated ends 
where the total weight of lading does not exceed 15,000 Ib. 


Rute 255 


Proposed Form—Gondola or flat cars: All cast iron pipe 24 


MUST BE SET IN FI 
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nails and each of these end blocks must be backed up with 
wo 2-in. by 4-in. by 12-in. cleats securely nailed to the car floor 
with 20-penny cement coated nails. The sides of each pile must 
be securely blocked with not less than three blocks 8 in. long 
and of a height equal to one-quarter the diameter of the pipe, 
provided that blocking more than 10 in. in height will not be 
required. The blocks must be neatly fitted to the pipe, 
shouldered and beveled on the outside and secured against dis- 
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Manner of Loading Engines, Tractors, or Wagons or Similar Machinery of the Crawler Type 


in. Or more in diameter must be loaded in pyramidal form. The 
ends of the bottom course must not be less than 18 in. from 
the end of the car, on flat cars, and 6 in. from the end boards 
on gondola cars. The bell ends of the bottom course must be 
toward the end of the car. The bell ends of the top course 
must be toward the center of the car and overlap the end of 









































placement. The top course must be separated from the course 
immediately below by 2-in. by 4-in. soft wood strips as per 
Fig 8&3. 

Explanation—This rule has ben changed to conform to the 
present method used by cast iron pipe shippers and it has been 
demonstrated that it makes a much better load. 
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Fig. 101-G—Loading Tanks on End on Flat Cars 


se im iately below. The bottom course must be so 
m the car that the ends of the top course will fit neatly 

The j course must be securely blocked at both 
cach pipe by 16 in. 


mt 
with not less than 4 in. by 5 in. 


tiled to car floor with 30-penny cement coated 


cure: nat 


Rute 260-A, NEW RULE 
Proposed Form—Mounted wheels may be loaded double 
decked on flat or gondola cars as shown in Fig. 85-A. The 
end blocking must be not less than 8 in. by 10 in. section in 
one piece full width of load, or made up of two pieces of hard- 
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wood of equivalent section, and each end block must be backed 
up with at least four 4-in. by 6-in. by 12-in. angular chocks 
securely nailed to the car floor with 30-penny cement coated 
nails. In addition to this, each wheel - the bottom tier must 
be blocked on both sides with 4-in. by 5-in. by 10-in. angular 
chocks securely nailed to the car floor ohh 30-penny cement 
coated nails, or each outside wheel must rest on metal saddles 
5 in. by 3 in. by 18% im. These saddles to be formed as 
shown in Fig. 85-A. 

The third pair of wheels from the end in the bottom tier 
and the first pair from the end in the second tier must be tied 
together, using %-in. by 4-ft. rods, threaded on both ends, 
and tie straps 3% in. by 3 in. by 12 in. as shown in Fig. 85-A. 

Journals, when between wheel flanges, should be protected 
with oak strips 5% in. by 2 in, for the length of the journal 
protected. These strips should be banded by two metal bands 
of No. 20 band iron, 1% in. wide or equivalent, nailed to each 
stick as shown in Fig. 85-A. Any other effective method of 


protecting the journals from being scarred will be acceptable. 
Explanation—This new rule has been proposed by one of the 
The proposed method will permit handling 


large railroads. 
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Group III. Loading of Mining Cars, Engines, Boiler 
Shells, Machinery, Derricks and Similar 
Commodities 


Rute 301 


Pages 175 and 176. It has been recommended to revise the 
heading, Page 175, to read as follows: Loading of mining cars, 
dump cars, auto trucks and similar vehicles on or off trucks, on 
open cars, Also add, the following paragraph to Rule 301, Page 
176: The methods specified in Fig. 98-A and 98-B will be ac- 
cepted as alternatives in securing bodies loaded without trucks 
underneath them. Marginal reference to this paragraph to read: 
Bodies not on trucks. New Figures 98-A and 98-B to be added 
to the present book of rules. 

Explanation—These methods have been tried out in service 
and have proven safe and satisfactory. 


Rute 302-A 
Proposed Form—Small diameter tanks when more than one 
tank can be placed longitudinally (side by side) on flat or on 
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Fig. 85-A—Manner of Loading Mounted Car Wheels, Double Decked 


of a greater supply of wheels in one shipment from wheel 
shops to repair tracks. 


Rute 266 

Proposed Form—The bracing at the ends of piles toward the 
center of the car shall consist of one upright piece, 2 in. by 4 in. 
against the end of the pile, backed up by one upright piece 
2 in. by 8 in. or two, 2-in, by 4-in. pieces against the side of the 
car, the uprights to extend not less than 4 in. above the top 
of the pile, and be securely nailed to the side of the car with 
cement coated nails as per Figs. 90 and 90-A. All longitudinal 
end bracing must be substantially secured to posts and braces 
and one piece 2 in. by 4 in. in each brace must extend across 
the doorway, to the load at the other end of the car. The 
top longitudinal end braces must be held against the sides of 
the car by three cross braces 2 in. by 4 in. in section, the length 
to be determined by the distance between the side walls of the 
car. These cross braces must be of a driving fit. 

[The remainder of the rule is unchanged.—Editor] 

Explanation—This rule has been revised requiring cross braces 
for the purpose of holding the end longitudinal braces from 
pulling away from the side walls of the car. Inspection at 
destination has developed the fact that these cross braces are 
a betterment. 


gondola cars shall be loaded two, three, four, five, six or more 
tanks per pile as per Figure 101-A. 

Two tanks may be loaded longitudinally (side by side) on 
flat or on gondola cars. When loaded on flat cars the side 
blocking must be backed up with 4-in. by 5-in stakes, the inside 
face of which extend not less than 14 in. above the car floor 
vertically. When the width of the load will not permit the 
vertical application of 14-in. side stakes, the specified side block- 
ing must be used and in addition one rod or band centrally 
located will be required for tanks not more than 12 ft. in length 
and two rods or bands will be required for tanks more than 
12 ft. in length. 

Tanks loaded three per pile in pyramidal form must be secured 
with two rods or bands on end piles and one rod or band on 
intermediate piles; except when the diameter of the top tank 
exceeds the diameter of the bottom tanks or where piles made 
up of tanks more than 12 ft. in length exceed the width of the 
car floor, at which time two rods or bands must be used on 
intermediate piles. 

Tanks loaded four and five per pile must be secured with 
three rods or bands on end piles and two rods or bands on 
intermediate piles. Tanks loaded six or more per pile in pyr- 
amidal form must be secured with two rods or bands per pile. 

The rods must be at least % in. in diameter and the bands 
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must be of equivalent strength with suitable provisions to secure 
to the side of the car, stake pockets or floor with %-in, nuts 
and washers or cleats; the threaded ends to be riveted over or 

ecked to prevent the loss of nuts. 

Each layer of tanks, when not loaded in pyramidal form 
must be separated by at least two, 3-in. by 4-in, bearing timbers 
aving 4-in. by 6-in. chock blocks spiked to the top and bottom 
if each bearing t.mber 


The side blocks on the floor when tanks are loaded on gondola 
r flat cars must be 4 in. wide by 6 in. high and applied as 
shown in Fig. 101-A for each pile. The end blocking af the 
floor must be applied at the outer end of the end piles. This 
blocking should be 4 in. by 4 in, full width of load at the floor 
securely spiked or bolted to the car floor with 60-penny cement 
coated spikes or two, ¥-in. bolts. When spiked, the end block- 
ing must be bached up by three angular chock blocks 4 in. by 
4 in. by 12 in. securely spiked to the car floor. When bolts are 
uscd 2 in, by 4 in. by 12 m. cleats must be used under the floor. 

Tanks when not loaded in pyramidal form must have tanks 
in the upper layer directly above those in lower layer. 

Note 1.—Riveted tanks that may be damaged by coming in 
contact with each other must have filler pieces not less than 1 
in. by 4 in. of sufficient length, so placed to protect tanks from 
damage by \ heads 

Note 2.—The number of piles in a car is determined by tak- 
ing the largest number of tanks end to end longitudinally in the 
car 

Explanation—This rule has been revised to permit a more 
economical method of bracing this commodity. 


5 
“t 
T et 


Rute 302-C 
Proposed Form 


TANKS LoapDED ON END or Fiat Cars 
-Tanks having flat ends may be loaded with 


the flat end on the floor of the flat car. On the longitudinal 
center line of the car. They must be secured with two 
rods threaded at each end passing through 4-in. by 4-in. 
clamps or equivalent at the top of the tanks and stake pockets 
or the floor at bottom as shown in Fig. 101-G. 


End blocking at the floor must be 4 in. by 4 in. by 3 ft. long 
| ked or bolted to the car floor with 60-penny cement 
coated spikes or two }4-in. bolts. When spiked, the end blocking 
must be backed up by three angular chock blocks 4 in. by 4 in. 


securely sp 


by 12 in. securely spiked to the car floor. 
When bolts are used, 2-in. by 4-in. by 12-in. cleats must be 
used under the floor. In addition to end blocking, each tank 


should have side blocking consisting of two angular chock blocks 
4 in. by 4 in. by 12 inf on each side securely spiked to the car 


[he rods must be at least % in. in diameter with nuts and 


washers or cleats; the threaded ends to be riveted over or 
eckhed to prevent the loss of nuts 
Ex planat [his rule has been framed at the request of one 
f the large tank shippers on account of some of their customers 
requesting that tl tanks be loaded on flat cars, which affords 
t a better opportunity for unloading. Experimental ship- 
ments have proved this method safe and satisfactory. 
New Rute—Rvute 305-A—LoapInc or ENGINES, 
[RACTORS AND SIMILAR MACHINERY 
, i ry Engines, tractors, wagons or similar ma- 
rawler type loaded lengthwise on cars must be 
pe ng on the weight, as outlined in Fig. 105-D. 
with pivoted wheels for steering shall have 
( ired against turning with straps as shown in 
3 in. by 4 in. must be spiked to the car 
de of each wheel as shown in Fig. 104. Shipments 


in LO ft. high above the car floor must be substantially 
t with suitable rods, cables or wires. 
to more fully cover 


rule is written 


ading 


Group IV. Loading of Concrete Culvert Pipe, Brick, 
Stone, Building Tile and Similar Products 
Rute 400—Concrete Loapep on Fiat Cars 
rm—Pipe, with bell end loaded lengthwise of the 
red as per Fig. 109. Pipe, not to exceed 48 
meter, loaded crosswise of the car, must 
109-A and 109-B. If equipped with the 
ll on one end, the ends must be alternated. Either end stakes 
? in. plank or 6-in. by 8-in. or built-up equivalent, minimum 
used for.end blocking. When loaded end 
end must be located outward toward the side 
uitable strips must be placed on the edge and 
pipe to prevent end damage. Pipe loaded 


alia blel 


6 ft. may be 


ed etween the 


end must be secured as per Fig. 110, and where the diameter 
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exceeds 48 in., the pipe may be placed on the floor with the bell 
end upward, 

Explanation—This rule is revised at the request of one of the 
large concrete pipe shippers, this method of bracing being more 
economical than the requirements of the present rule. 


Rute 401—Stone Not SPEcIFIED AND STONE 
Wiper THAN CAR 


Proposed Form—All stone for which no specific method for 
loading has ee ey must be secured with proper side and 
end protection. Stone extending beyond the outside of the car, 
preventing the use of stakes, must be secured with four strands 
of \% in. wire or metal straps of equivalent strength. The wir- 
ing or straps must be located approximately 12 in. from the 
ends of the stone, securely attached to stake pockets on both 
sides of the car. 


Rute 402—Bearinc Strips BETWEEN FLOoR AND 
STONE 


Proposed Form—Sawed stone must be separated from the 
floor by sound hardwood strips, the dimensions to be not less 
than 1% in. by 3 in., the same to extend across the full width 
of stone, approximately one-fifth the length of the stone from 
each end. Not more than two bearing strips per length of 
stone should be used. Stone longer than 10 ft. should be 
loaded as near as possible over the trucks. 


Tre Boarps, STAKES, WEDGES AND BRACES 


Boards used for side and end protection must be of sound 
hardwood lumber, dimensions to be not less than 1 in. by 6 in. 
They must be securely nailed to the inside of the stakes or 
braces. All stakes, wedges and braces must be of sound hard- 
wood lumber. The dimensions of the stakes must be not less 
than 3 in. by 5 in., or round or split saplings not less than 4 in. 
in diameter. All the stakes must be tapered to properly fit the 
stake pockets. 


Rute 403—Enp Protection Fiat Cars 


Proposed Form—When cars are not equipped with end stake 
pockets, end protection as specified in Fig. 112-C must be 
provided. 


Rute 404—Smatt Stone, Fruxine, Rip-Rap, Etc. 
GoNnDOLA CARS 


Proposed Form—Small stone, rip-rap, fluxing, etc., must be 
loaded in gondola cars. 

When larger stone that can fall through drop door openings 
is loaded in cars equipped with drop doors, the doors must be 
covered over with boards. 


Rute 405—Sawep Stone, GONDOLA AND Fiat Cars 


Proposed Form—Sawed stone may be loaded on either gondola 
or flat cars. If the top stone of the tier extends more than 
three-fourths of its height above the gondola car sides, two pairs 
of stakes must be used with each length of stone, the same to 
extend at least to the top of the load. The distance from the 
end of the stone to the stakes should not be less than 12 in, 
measured lengthwise of the car. 


Rute 407—Smatt Resawep AND PLANED STONE— 
FLat Cars 

Proposed Form—Small resawed and small planed stone should 
always be loaded lengthwise of car, and two pairs of side stakes 
must be used for each tier. The distance from the end of the 
stone to the stakes must be not less than 12 in. measured length- 
wise of the car. If on account of the location of the stake 
pockets, or for any other reason, this distance cannot be obtained 
side boards to properly protect the stone must be seturely nailed 
to the inside of the stakes. When stone sawed on four sides 
are loaded on flat cars in two or more tiers over 12 in. in height, 
the stakes must extend not less than 4 in. above the top of the 
load. Each pair of stakes must be tied together by nailing 1-1. 
by 4-in. boards on both sides of them, across and close to the 
top of the load, secured with not less than three ten-penny nails. 
Two wrappings equal to four strands of good 4-in. wire or 
metal straps of equivalent strength may be used, the same to 
be wrapped around each stake and tightly secured across and 
close to the top of the load. 

Large resawed and planed stone (each of which contains 20 
sq. ft. of bearing surface or more resting on the car floor), 
piled in tiers, should be loaded the same as stone sawed on two 
sides. 

All resawed and planed stone, both large and small, in addi- 
tion to the two pair of side stakes, and end protection specified 
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in Rules 402 and 403, care must be used in providing proper 
protection to prevent the stone from shifting. 


Rute 408—CursBInG AND STONE SAWED ON More THAN 
Two Sipes—F tat Cars 


Proposed Form—When curbing and stone sawed on more 
than two sides are loaded lengthwise on flat cars, two pairs of 
side stakes must be used, the same to extend to at least two- 
thirds the height of the outside stone. The distance from the 
end of the stone to the stakes must not be less than 12 in. 
measured lengthwise of car: Jf on account of the location of 
the stake pockets, or for any other reason, this distance cannot 
be obtained, boards to properly secure the stone must be securely 
nailed to the inside of the stakes. Standard end protection as 
specified in Rules 402 and 403 must be provided. 

If rough-quarried curbing is loaded flatwise in tiers two pairs 
of stakes for each length of stone and end protection as specified 
in Rules 402 and 403 must be provided. 


Rute 409—Loapinc or Dressep StonE—GONDOLA AND 
Fiat Cars 

Proposed Form—On account of the various sizes and shapes 
of dressed stone, no specific rules can be made governing its 
loading. Such stone, however, may be loaded on flat, gondola 
or box cars, depending upon the sizes of stone and facilities 
for unloading at destination. When loaded on flat cars the 
specified side and end protection must be provided. 


Rute 410—Larce Mitr Biocks or Orner LARGE 
Stone Havinc REGULAR OR IRREGULAR SURFACES 


Proposed Form—Mill block loaded lengthwise or obliquely 
on car should be protected on the sides and ends by cleats not 
less than two by four in, in section, extending at least three- 
fourths of length or width of stone or by not less than two 
wedges 3 in. by 5 im. on sides and 4 in. by 4 in. on ends, wedges 
to be from 12 in. to 14 im. long and securely nailed to floor of 
car at right angles to stone. 

[The remainder of the rule is unchanged except for the addi- 
tion of the following note at the end.—Editor] 

Note. Change wording under Figs. 112-A and 112-B as 
follows: 

Cleats not less than 2 in. by 4 in. in section at least three- 
fourths of length or width of stone or wedges 3 in. by 5 in. 
by 12 in. to 14 in. to prevent shifting of load crosswise, wedges 
4 in. by 4 in. by 12 in. to 14 in. to prevent shifting of load 
lengthwise. 

Explanation—Rules 401 to 410 inclusive, governing the loading 
of stone, have been revised to simplify the rules for the best 
interests of all concerned. 


Group V. Loading of Automobiles, Trucks and 
Trailers on Freight Cars 
Rute 521 

It was suggested that in this rule the phrase “tie-down” be 
used in place of the word “rope.” Thus second paragraph of 
Item (b) would read: “If wire wheel—pass tie-down over 
felloe and fasten on inside and outside as above.” Third para- 
graph would read: “If solid wheel—tie-down may be passed 
over the hub.” 

Explanation—This rule is modified to permit the placing of 
tie-downs over the axles of automobiles having solid wheels. 


Ru es 561, 562, 563, 564 anp 565 


It is proposed to modify these rules by adding the following 
note after Rule 565: “Any arrangement of equal efficiency to 
that Specified herein will be accepted as an alternative.” The 
rules and the note referred to are to be marked with an 
asterisk (*). 

Explanation—These rules are modified at the request of several 
of the large automobile shippers, so that anti-creep devices may 
be used instead of the required side bracing. 


Supplement 
ALTERNATE METHOD OF LoapING Wroucnut Pipe Less 
THAN 24 1n. IN DIAMETER IN GONDOLA Cars 

Rule 250-A. There must be not less than three pairs of 4-in. 
by 4-in. hardwood stakes to each pile of pipe 30 ft. or less in 
length, and four pairs of 4-in. by 4-in. hardwood stakes to each 
pile when the pipe is more than 30 ft. in length; all stakes ex- 
tending sufficiently above the load to tie together with wire or 
bands. 

When pipe extends 3 ft. or less above the car sides each pile 
of pipe must be securely tied into a bundle with one wrapping 
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of %¢-in. diameter wire, or band of equivalent strength, at 
each stake location. Each pair of stakes shall be held together 
of the top with two separately tied wrappings of %g¢-in. 
diameter wire, or band of equivalent strength. 

When pipe extends more than 3 ft. above the car sides, op- 
posite stakes must be pulled together and tied intermediately with 
two separately tied wrappings of %¢-in. diameter wire, or bands 
of equivalent strength, after the pipe has been loaded to the 
top of the car sides. These intermediate tie wires should be as 
close to the top of the car sides as practicable, but not over 18- 
in. above the top of the same. The pipe loaded up to this point 
must be securely tied into a bundle with one wrapping of %g¢-in. 
diameter wire, or band of equivalent strength at two locations, 
each 12-in. toward the center of the car from the outside stakes. 
The remainder of the load should be placed on the intermediate 
wire or bands, and must be securely tied into a bundle with one 
wrapping of %¢-in. diameter wire, or band of equivalent strength 
at the same locations as the lower unit of the load. 

The upper and lower units must then be tied into a bundle 
with one wrapping of %g,-in. diameter wire, or band of equivalent 
strength at three locations, one at the center an done 4 ft. from 
each end, tying the entire load into a single bundle. 

Opposite stakes must be tied together at top with two separ- 
ately tied wrappings of %¢-in. diameter wire, or bands of 
equivalent strength. See Fig. 81-H. 


ALTERNATE MetHop oF Loapinc WrouGut [Ron PIPE 
14 rn. TO 26 1N. INCLUSIVE IN DIAMETER IN 
PyRAMIDAL Form 

Rule 250-B. When the load extends more than 3 ft. above 
the car sides the upper portion may be loaded in pyramidal form, 
in which case the base line of the lower tier of pipe in pyramid 
must not be more than 4 ft. 6-in. above car floor. 

There must be not less than three pairs of 4-in. by 4-in. 
hardwood stakes to each pile of pipe 30 ft. or less in length, and 
four pairs of 4-in. by 4-in. hardwood stakes to each pile when 
the pipe is more than 30 ft. in length. All stakes must extend 
to not less than the top of the pipe forming the base tier of 
the pyramid. 

Before the base tier of the pyramid is placed én the car the 
lower unit of the load must be securely tied into a bundle with 
one W rapping of § ‘4g in. diameter wire, or one band of equivalent 
strength at two locations, each 12 in. toward the center of the 
car from the outside stakes. The load must rest on three wooden 
strips not less than 1 in, by 4 in. placed on the floor of the car 
and equally spaced. 

Each pair of stakes must be securely tied with two separately 
tied wrappings of %g¢ in. diameter wire, or bands of equivalent 
strength before the lower tier of the pyramid is placed on the 
car. Three soft wood spacing strips 2 in. by 4 in., equally spaced, 
must be placed between the base tier of the pyramid and the 
top tier of the lower unit. These spacing strips to have chock 
blocks 3 in. by 4 in. by not less than 4 in. long, securely nailed 
to them at each side of each pipe in the base tier of the pyramid, 
and on the bottom sides of the strips at each end bearing against 
the outside pipe of the tier below. 

The remainder of the load is to be placed on the car in 
py ramidal form, placing small strips such as common building 
lath, between each tier at no less than two locations. The unit 
forming the pyram d is to be securely tied into a bundle with 
one wr apping of %g@ in. diameter wire, or one band of equivalent 
strength at the same locations as the lower unit. 

[The upper and lower units must then be securely tied together 
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Fig. 101- ae Tanks of Small Diameter 


with one wrapping of %¢ in. diameter wire, or band of equiva- 
lent streneth at three locations; one at the center and one 4 ft. 
from each end, tying the entire load into a single bundle. See 
Fig. 81-I 

Note.—All wire or bands must have a tensile strength of at 
least 100,000 Ibs. per sq. in. 

The report is signed by Samuel Lynn (Chairman), super- 
intendent rolling stock, Pittsburgh & Lake Erie; R. H. Dyer, 
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general car inspector, Norfolk & Western; E. J. Robertson, 
superintendent car department, Minneapolis, St. Paul & Sault 
Ste. Marie; G. R. Lovejoy, master mechanic, Detroit Terminal 
Railway; T. O. Sechrist, assistant superintendent machinery, 


Louisville & 
Car Inter¢ 


Nashville; C. J. 


hange Bure au, 


Nelson, chief inspector, Chicago 
R. B, Rasbridge, superintendent car 


department, Reading Company, and G. A. Marlow, chief car 
spector Pennsylvania 
Discussion 
Mr. Brazi We want the rules so that every in- 
spector can hold them up and say, “Here is the rule. 


accept this unless the cars are loaded ac- 
the rules.” That helps the inspectors. 
Our rules of interchange, as we all know, are our 


foundation and with these two rules—Interchange 
and Loading together it means the safe movement 


of cars, particularly on double track roads. There is 
not care enough taken in loading. At outside points, 
where there may be some small shipper, he does not 
know the rules, and the result has been a great many 
accidents caused by improper door protection. 

Mr. Tatum: A sub-committee was appointed to go 
mmendation that I made last June, at Mon- 
treal regarding these rules. Five reasons were given by 
the sub-committee why my recommendation was not 


over a rec 


considered practical. Still I believe they are practical 
and are needed. There is an opportunity to improve 
those rules 

The committee says: “First. In applying the gen- 
eral rules to each rule pertaining to a particular com- 


modity, it would require an enormous lot of duplica- 
tion of paragraphs and figures showing the manner of 
loading.” 

When an inspector goes out to inspect a car and he 
has to take a book like this and refer to a number of 
cross references, he has some job to know that the car 
is correctly and properly loaded in accordance with the 
requirements. The shipper loading the car has the same 
condition to meet. That being true, the rules should 
be written so that he could open a page concerning the 
loading and find all the information there that he would 
need to load the car correctly. 

I would like to ask the sub-committee how far it 
went into its investigation? Did they ask how many 
loads were being delivered at interchange points that 
were held up because they were not loaded in accordance 
with the requirements of these rules? 

Secondly, I would like to know how many cars have 
loaded that were not in accordance with these 
rules, and gave trouble either by breaking down, de- 
railment or possibly causing injury and loss of life. 
Was that Was it found how much it 
cost for detention of trains because of trouble caused 
by load not being placed on cars in accordance with 
these rules, and if so, what did it represent? Did it 
represent the difference between the’ increased cost of 
these loading rules printed as I suggested, or did it not? 

[ hope this idea will not be lost; that we will try to 
rules and make them so that the inspector, 


been 


investigated ? 


1 
mprove tne 


who, after all, is responsible for the loading of cars, 
will load them correctly. Consider one rule as an ex- 
ample of how simple a matter it would be to print the 
loading rules in the manner I have suggested. Here is 
the loading of ties, fence posts, and similar material. 


If we had cross references, it would refer you to five 


different pages in the book. All this could be printed 


~ 


on one page, and if a smaller book, pocket size, were 
desired, it could be put on two, three or more consecu- 
tive pages. What we desire is safety. 

R. H. Dver (N. & W.): We went into the matter 
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very thoroughly as we saw it, perhaps not from the 
standpoint that Mr. Tatum has raised here, that the 
question of loads passing through interchange are not 
loaded in accordance with the rules. It would seem to 
us that it would make little difference how the rules are 
printed, or in other words to change the form of rule 
would not in any way improve the inspection of the car. 
The plan suggested is entirely feasible but the committee, 
looking at it from the standpoint as indicated in the 
report, did not feel justified in carrying out the recom- 
mendation. 

Mr. Tatum: You have not answered any of the ques- 
tions I have asked. Apparently you have made none of 
the investigations that I suggested. The committee was 
honest in what it did, and I want to give them credit 
for writing just what they thought, but the fact remains 
that there was a suggestion which represents safety and 
they should have been gone into thoroughly. 

The Baltimore & Ohio receives freight from many rail- 
roads. We know not only what happens on our road, 
but what is happening on the other roads that deliver 
cars to us. We are constantly and repeatedly tying up 
cars to adjust the loads to make them safe because they 
are not loaded in accordance with the loading rules. We 
have had telegraph poles go off and sideswipe trains and 
penetrate two cars in length because they were not loaded 
in accordance with the rules; we have had stones go off 
cars and drop upon the right-of-way between the tracks ; 
we have had them sideswipe and distort bridges. 

Mr. Kleine: I do not think the question as to whether 
all details of the rules are under one heading or under 
a number of headings with references thereto has any- 
thing to do with safety. In the first place, the inspector 
is supposed to know his loading rules before he goes out 
and inspects a load. I have been connected with the 
Loading Rules for a number of years, and I have had 
a good deal of experience with the shipper, and I want 
to say those that have not had that experience would be 
surprised at what detailed knowledge shippers have of 
the rules, where they are, on what page, and what 
reference to make. I therefore do not think it is a 
question of safety at all. It is a question of the arrange- 
ment of the rules. 

The present arrangement of the rules, aside from the 
points brought out by the committee, in which I concur, 
is that certain fundamentals are placed together in the 
rules, such as overhang of the load, the width of the 
load at the overhang, location of bearing pieces, and 
the maximum widths on double and triple loads. If they 
were scattered all through the rules, we should think 
that would be a detriment rather than a help. You have 
the one rule to study, and if you know that one rule 
you can apply it to any commodity, whether that is logs, 
steel loading, or turn-tables. I therefore concur com- 
pletely with the committee that the change is undesirable. 
The more rules that are represented under different 
headings, the more confusion there is and when you 
make a change in any particular rule you must reprint 
the whole book. 

I want to touch on one thing. The Loading Com- 
mittee meets with not only one set of shippers, but 
with a large number of shippers. They have a con- 


stant job all the year round and it is an arduous task. 
I think our loading rules today are in better shape 
and cover safety as far as it can be covered, and I 
want to say for the shippers that universally 
pers comply with the loading rules. 
shippets in the Pittsburgh steel district. In 
they are the leaders in loading rules so far as 


ship- 
Take the steel 
fact, 
steel 
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is concerned, and that also applies to the steel ship- 
pers in Chicago and around Youngstown. The Auto- 
mobile Loading Rules Committee confers with our 
committee once a year. 

[ move that the report of the committee be ac- 
cepted and the details referred to letter ballot. 

K. F. Nystrom (C. M. St. P. & P.): In connection 
with the alternate method of loading wrought iron pipes, 
Rule 250B. The Milwaukee, together with one of its 
shippers, originated this type of loading. The Loading 
Rules Committee has made a study of it, and the chair- 
man made reference to two-stake and three-stake load- 
ing. I would like to point out the difference in the two. 
The rule as it now stands calls for three stakes for cer- 
tain lengths of pipes and four stakes for others—on 
each side of the car—each stake to be a minimum of 
4 in. by 4in. The Milwaukee has shipped a number of 
loads having only two stakes on each side, 4 in. by 6 in. 
We consider this a safe load for pipes of 30 ft. and 
over, because a 4 in by 6 in. stake is stronger by 50 per 
cent than 4 in. by 4 in. 

The Loading Rules Committee has consented further 
to investigate this type of loading. During the coming 
year test loads will be made, and probably by the next 
convention this rule may be modified, if the committee 
can be satisfied that a two-stake load is safer than a 
three-stake load. 

Mr. Tatum: Mr. Nystrom suggests that we put a 
load on a car and protect it with two stakes. Has he ever 
given thought to what would happen if the load should 
shift? 

S. Lynn (P. & L. E.): Mr. Nystrom has touched on 
the matter that brought about this discussion on wrought 
iron pipe loading. We have representatives of some of 
the pipe manufacturers in the hall today, and probably 
they could give us a word that would show that the 
Loading Rules Committee has taken every precaution 
to see that the loads were put up in the proper 
manner. 

Mr. Nystrom: I would like to inform Mr. Tatum 
that nothing will happen if one stakes breakes. We 
tie those loads with a special wire which is 50 
per cent stronger than any wire used heretofore, and 
we know it is safe. 

Mr. Lynn: Mr. Nystrom is advocating a two- 
stake rule. I have no argument as to the strength 
of the 4 in. by 6 in. stake as compared with the 4 in. 
by 4-in. stake, but I take the position that three stakes 
on a 30-ft. load of pipe distributed in the length of 
that pipe is a safer load than a stake at each end of 
30-ft. pipe. Neither Mr. Nystrom nor any of the 
committee can tell what is at the center of that stake, 
and we do know that pipe will shift longitudinally 
in transit. On our present loading method, we have 
24 and 30-ft. lengths of pipe, and our records will 
show that they have shifted lengthwise and have left 
the car and dropped on the right of way. On the 
unit-tie load I also happen to know that the unit-tie 
load has shifted longitudinally, that some of the tie 
wires have broken, and that the end stake has pulled 
out from its original location. If a pipe should get 
by the stake, you have nothing then but a stake at 
the other extreme end. Three stakes with one in the 
center will do more to keep pipe in its original posi- 
tion. That is why we are insisting on the three-stake 
load. 

Mr. Morris (National Tube Co.): I am sorry that 
Mr. Tatum included pipe with those commodities that 
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spilled over the right-of-way, because we have always 
taken pride in our loading. We spend between $350,- 
000 and $400,000 each year for dunnage alone in the 
interest of safety. We have spent during the past 
20 years $75,000 experimenting with various methods 
of loading. 

I consider this two-stake proposition one of the worst 
that has ever been brought to the attention of this com- 
mittee. Someone said that over 1,600 cars of pipe had 
been shipped using the two-stake method. Did the roads 
have the permission of this committee to send those cars 
out over the line with two stakes in direct violation 
of the rules? 

Why do you cut down from four or five stakes to 
two stakes? To save a few dollars, because you save 
so much per stake. If any two-stake proposition 
should go through or be approved by this committee 
we would not be a party to it. 

Mr. Nystrom: The question of cost is not involved. 
There is exactly the same number of board feet in 
each case, and actually it costs more to have 6-in. by 
4-in. stakes than 4-in. by 4-in., because it is selected 
lumber. It is purely a matter of safety, and if three 
stakes are necessary, I would be in favor of having 
them 4 in. by 6in. It is not a matter of cheapening 
the load, but to make it safe. 


T. J. O'Donnell (Ch. Insptr., Buffalo, N. Y.) : Out of 
deference to Mr. Kleine and Mr. Lynn and their asso- 
ciate member of the Loading Rules Committee, I feel it 
my duty as a member of this Association, and working 
for many of you officials, to say that the Loading Rules 
Committee have done so well in the last ten years by 
their unprecedented meetings, suggestions, that we have 
greatly reduced the bad order cars and improper loads 
in our district. 

Mr. Kleine: I want to second what Mr. Morris had 
to say. Mr. Townsend was the original pipe loader 
and Mr. Townsend gave us a safe load. He never 
quibbled for one minute on the amount of material that 
was necessary to put on a car, insofar as safety was 
concerned. 

I understand that one road has sent out 1,600 trial 
loads, not loaded in accordance with the loading rules. 
They were accepted and passed over several railroads. 
In the first place, the shipper violated the loading rules 
and the railroads who accepted those loads also violated 
the loading rules. 

It is necessary for the Loading Rules Committee to 
make shipments or trial loads, after they have passed 
upon the method, in order to try out those loads in 
service, but the committee has never, in its history, 
sanctioned any such temporary loading or approved of 
them. The Loading Rules are a part of the interchange 
rules and it is a violation of the interchange rules plus 
the loading rules to send out loads not in accordance 
with the rules. 

[ might say that that particular question came up 
before the General Committee at its meeting on Tuesday 
and the matter will be followed to a conclusion with 
the executives of the railroads who violated those in- 
structions. We must back up our Loading Rules Com- 
mittee and we must not pass through interchange loads 
loaded contrary and in violation of the loading rules. 

Chairman Smart: The motion before you is that this 
report be accepted and submitted to letter ballot. 


(The motion was seconded and carried.) 








Report of the Committee on Tank Cars 


Welding Restrictions Continued 
Specifications 


In its report to the association in 1927, the Tank Car Committee 
announced its conclusion that the specifications of the association, 
effective March, 1, 1926, should be revised in respect of tank cars 
to be built after July 1, 1927, which would be equipped with tanks 
complying with the interstate commerce commission specifications. 
[his revision has not yet been completed because of certain un- 
determined details of procedure by the carriers under the inter- 
state commerce commission specifications. It is anticipated that all 
pending questions in this matter will shortly be decided, which 
will permit the revision of the specifications to be made. This 
revision is to be undertaken by a sub-committee, consisting of 
Messrs. Lindner, Cooper and the chairman. 


Top Leading and Unloading Devices 


Mention was made in the last annual report of the development 
of devices deslom d for top loading and unloading without open- 
the don losure. this being accomplished by the installation 


of pipes extending to the bottom of the tank from a recessed 
fitting enclosed in the dome opening. The upper portions of these 


pipes are provided with suitable valves and with means to permit 
the attachment of loading and unloading pipes. 

[he committee has been favorable to the extended use of these 
devices under suitable restrictions concerning their application, 


damage to the pipes and fittings in accidents 
volving overturning of the tanks. Interest on the part of the 


shippers, however, was stimulated by apparent economies realized 
through the possibility of be ading cars under pressure, thereby 
avoiding losses of inflammable vapors. 


Tank with Lock Bar Joints 
In its earlier reports, the committee has made reference to the 
construction of a tank with so-called lock bar joints. This car is 
still in service in the transportation of non-inflamamable liquids, 
and no reports have thus far been received indicating the develop- 


ment of detects in the joints 


r) will be ntinued in service and further reports sub- 
Tank Heads 

Phe mmiuttee apointed to consider the proper form for 
ank heads it rder that the design may present maximum 
strength and freedom from concentrated stresses, has accumu- 
lated considerable data and reports progress in its investigation. 

It inticipated that with the co-operation of the various 
builders of tank cars, a satisfactory solution of this problem will 
be rea ed at an early date 

Che sub-committee engaged in this investigation is composed of 

St. Clair, Lindner, Smith and Tiley. 


Autogenous and Electric Welding 


There is evidence ncreasing interest in tanks welded by pro- 
esses other than the ummered or rolled water gas method now 
specifications for class 105 tanks. In the 


ttee, the existing restrictions upon the use of 


1utoge! ' elect! welding processes should be continued, 
a“ f variations in practices both in tank car construction 

l i | also because of differences in the effectiveness of 
welding erations as performed under varying repair track and 


jesirous, however, that its influences may be 

ment not only of the design, but the con- 

struction of t und, recognizing that progress in the appli- 
welding to tank construction may be such as 


these processes under appré priate restric- 

that the subject may be studied to the best 

wwe and without interruption by the routine duties of the 
mmittee for investigation of this matter has 


ommittee are Messrs. 
1, Cooper and Winter. A meeting of 
been held and the scope of the work gen- 


lhe members of this sub 


f 
f 


Pending the results of this investigation, in the opinion of your 
con ( welds should be made in the tanks of Class 105 
except the water gas process, and no welds should be 

n n the 1 s of pitted and corroded sheets. 


New Specifications 
specifications for the Class V cars, effective January 1, 
1918, required substantially greater strength in the plantes than is 





Important News and Revised 


——— Joint Report on Bottom Outlets 


necessitated by the pressures of the compressed gasses, which 
under the regulations of the interstate commerce commission, 
may be transported in cars of this class. It is proposed, therefore, 
that the calculated fiber stresses shall be based on a maximum 
limit of 17,500 Ib. per sq. in. at a pressure of 300 Ib. per sq. 
in., instead of 500 Ib. per sq. in. as heretofore specified for cars 
of this class. 

In addition to this provision, it is proposed that the form of the 
tanks shall be either spherical or cylindrical, as may be desired. 
The revised specification will be known as “Shipping Container 
Specification No. 105-A-300,” and is presented herewith as Ap- 
pendix “A” of this report. This specification is offered for ap- 
proval by letter ballot. 

The transportation of nitric acid has generally been made in 
relatively small quantities, and largely in carboys. In order that 
this commodity may be transported in larger volume, your com- 
mittee has been requested to approve the construction of a special 
nitric acid tank, following in general the requirements of specifi- 
cation No. 103, except that the plates and rivets will be made of 
a metal having properties resistant to the action of nitric acid. 
Such material has been found to be chrome iron, specifications 
for which have been developed and presented for consideration to 
the Committee on Specifications and Tests of Materials as pro- 
posed standards of the Association. Specifications for these 
tanks (I. C. C. 103-C), are presented herewith as Appendix 
“B” of the report, and offered for approval by letter ballot. 


Revisions in Existing Specifications 

Subject to approval of proposed specifications for the class 
103-C and 105-A-300 cars, the numbers of these tanks will be 
required to be inserted in the general paragraphs of the specifi- 
cations covering the issuance of certificates and the tests of 
tanks and safety valves. Subject also to appropriate action by 
the association, these revisions will be included in the proposed 
letter ballot covering the specifications and other amendments 
thereto specifically mentioned. 

Specification 104-A, Section 20, Paragraph (e) and 105, Sec- 
tion 15, Paragraph (e). 

On recommendation of the Tank Car Committee, it is proposed 
to eliminate the stenciling on both sides of the valve protecting 
housing and require that the mark be stenciled on the jacket im- 
mediately below the dome platform and directly behind the ladder 
or ladders, if there is a ladder on each side of the tank. The 
letters, figures, and stenciling are otherwise to be the same’ as 
now provided, 

Shipping Container Specification No. 105, Section 6 (c): 

Representations having been made of the desirability of testing 
the metal covering over the rivets on the inside of the tanks, 
it is proposed to modify Section 6, Paragraph (c), as follows 
“All rivet heads on the inside of the tank must be calked, and 
then must be covered by a metal cover fused to the tank by 
electric welding. The shell of the tank under the metal covering 
must be provided with a hole to permit an air pressure test, and 
after test has been made and the covering and the rivets are 
found to be tight against leakage, the hole in the shell must be 
closed by a screw plug tight against leakage.” 


Bottom Outlets 


The joint-committee appointed to consider this subject has sub- 
mitted its report, which has been approved by the Tank Car 
Committee, the American Petroleum Institute, and the American 
Railway Car Institute. A copy of this report with advice of 
such approval has been forwarded to the interstate commerce 
commission for consideration. 

This investigation was a means of developing much information 
of v: rg in connection not only with the requirements for bottom 
outlets, but the functioning of certain types of valves under con- 
ditions approximating those occurring in regular service. The 
Committee is pleased to report that a number of valves were 
tested which gave promise of satisfactory results, and which, 
therefore, were recommended for approval for general applica- 
tions. 

The tests furnished information suggestive of standardized 
methods for the investigation of bottom outlets in the future, 
and it is proposed, subject to approval of those concerned, that 
the suggestions in respect to such tests be adopted 

The work of the joint committee was concluded with the 
completion of the investigation, but it appeared desirable that 
this Committee be continued for such duties as might arise in 
connection with devices hereafter submitted for approval. 

The Tank Car Committee desires to express its appreciation 
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of the attention given to the investigation by the joint committee 
under the direction of A. E. Smith, and also desires to acknowl- 
edge the co-operation of the American Railway Car Institute 
and the American Petroleum Institute in the work of the 
Committee. 

The report of the joint committee appears as Appendix “D.” 


Safety Valves, Dome Covers and Bottom Outlet Valves— 
Reports of the respective Sub-Committees assigned to these sub- 
jects appear as Appendices “E” and “C.” 

The report was signed by A. G. Trumbull (chairman), chief 
mechanical engineer, Erie; J. T. St. Clair, engineer of car con- 
struction, Atchison, Topeka & Santa Fe; Geo. McCormick, gen- 
eral superintendent motive power, Southern Pacific; W. C. 
Lindner, chief car inspector, Pennsylvania; B. W. Dunn, chief 
inspector, Bureau of Explosives; A. E. Smith, vice-president, 
Union Tank Car Company; T. H. Beaghen, Jr., Mexican Pe- 
troleum Company; H. L. Worman, superintendent motive power, 
St. Louis-San Francisco; G. E. Tiley, supervisor tank car equip- 
ment, General Chemical Company, and C. C. Meadows, Tidal 
Refining Company. 


Appendix A—Shipping container Specification 
105A300—lagged welded metal tanks to be 
mounted on or to form part of a car 
Regulations of the interstate commerce commission for the 
transportation of explosives and other dangerous articles by 
freight govern the use of tanks meeting the requirements of 

this specification 


Approved, effective August 15, 1928. 












te This specification is made general in character with respect 
to equipment for the loading and ur loading of tanks and for the dis 
charge therefrom of interior vapor under pressure. Additional specifica 
s and changes or modifications thereof, or of this specification may 

be made effective by further orders of the commission. 
pe Tanks built under this specification must be spherical in 
rm, or cylindrical in form with heads dished convex outward The 





must be provided with a manhole ring and cover on top of the 
or sufficient diameter to permit access to the interior of the tank 


and to provide for the proper mounting of inlet, outlet, and safety 








valves, and a protective housing on the cover No other opening in the 
: is permitted, except as prescribed in par. 6 (c 
Z Material.—All plates for the tank must be made of open-hearth 
boiler plate steel of flange quality for forge welding with phosporus not 
over 0.04 per cent and the sulphur not over 0.05 per cent 
3 Thickness of Plates —(a) For spherical tanks the wall thickness 
st be not less than $% in. ; 


and must be such that the fiber stress will not exceed 17,500 
nds per square inch under an interior pressure of 300 Ib. per sq. in 
The fiber stress in the cylindrical portion of the tank must be calculated 


by the following formula 


(b) For cylindrical tanks the wall thickness must be not less than 





300x inside diameter in in 
Stress in Ib. per s 1D 


2x wall thickness in in. 





The thickness of the tank heads must be not less than the thickness of 
the wall of the tank 

4. Dishing of Tank Heads.—The radius of the dish in tank heads 
must be not greater than the diameter of the tank 

5S. Welding.—(a) All seams must be lap-welded by the water gas 
nered or rolled. 









' ess 
b) All seams must be annealed after welding. 

¢ Riveting.—(a) The use of rivets is permitted only in the 

ment of an anchorage to the tank for securing the tank to the ider- 
frame of the car on which the tank is mounted Rivets must be of 
the z uality as used for steam boilers and other pressure vessels 
hot pressed and driven on the inside of tank 
{ mn the inside of the tank must be calked and 





sust be covered by a metal coverine. fused to the tank by electric 
welding The shell of the tank under the metal covering must be pro- 
vided with a hole to permit making an air pressure test, and after test 
as been made and the covering and the rivets are found to be tight 
against leakage, the hole in the shell of tank must be closed by a screw 
ig tight against leakage 

i) The shearing and bearing area of the rivets attaching the tank 
to its anchorage must be not less than 30 sq. in. and 24 sq. in. respectively, 
and the shearing and bearing area of these rivets must be at least 40 per 
ent greater than the shearing and bearing area of the rivets attaching the 
anchorage to the underframe of the car on which the tank is mounted 
Manhole Ring and Cover.—The manhole ring must be constructed 
f a seamless rolled steel forging, having a wall thickness not less than 
5 per cent of the thickness of the wall of the tank, with a cover of steel 
late not less than 2 in. thick, on which is bolted a valve-protecting housing 
f cast steel fitted with a steel cover that can be securely closed. The 
housing may be provided with openings to permit the connecting of 
piping with the venting and discharge valves without removal of the 
housing The manhole cover must be attached to the manhole ring by 
through bolts or studs not entering the tank. The joint between the man- 
hole ring and its cover must be tight against vapor pressure, and when 
necessary to secure this a satisfactory gasket must be used. 

8. Wenting and Discharge Valves.—(a) The venting and discharge 
valves must be of the flange type, made of material not subject to de- 
struction by the lading, and must withstand a pressure of 300 Ib. per 
sq. in. without leakage. The valves must be directly bolted to seatings 
on the manhole cover. Provision must be made for closing the pipe 
conrections of the valves. 

(b) The eduction pipes of the discharge valves may be equipped with 
ball check valves. 

9. Safety Valves.—(a) Each tank must be equipped with one safety 
valve of the flange type, made of material not subject to destruction by 
the lading and mounted on the manhole cover. 

(b) Phe safety valve must have a discharge capacity sufficient to 
prevent building up of pressure in the tank in excess of 300 pounds per 
square inch. 

(c) The safety valve must be set to open at a pressure not exceeding 


sit 
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225 Ib. per sq. in. and not less than the pressure developed by the con- 
tents of the tank at a temperature of 105 deg. F. (For tolerance see 
paragraph 13 on tests.) 

10. Fixtures and Other Attachments.—No attachments other than those 
mounted on the manhole ring and cover, the anchorage, and safety ap- 
pliances are permitted, except that heater pipes may be attached directly 
to the exterior of the tank by suitable bands. Safety appliances must 
be attached to pads on the jacket or to suitable tank bands. 

11. Lagging.—The tank, except where it is seated on the bolsters of 
the car, must be lagged with compressed cork board properly molded to 
fit, or other material of equivalent heat insulating and shock resisting 
quality, to a thickness of not less than 4 in. When heater pipes are at- 
tached to exterior of tank the thickness of the lagging over each pipe 
may be reduced to not less than 2 in. A jacket of sheet metal not less 
than one-eighth inch in thickness, welded or otherwise fastened together, 
must entirely cover the lagging. Openings through the lagging must be 
flashed around projections to prevent admission of water. The manhole 
ring must be so constructed that liquid cannot enter between its wall and 
the jacket. The tank must be well painted before being lagged and the 
inside of jacket must be painted before it is applied. 

12. Test of Tanks.—(a) Each tank must be tested before being put 
in service and also at intervals as prescribed in para. 14 by completely 
filling the tank and dome with water, or other liquid having a similar vis- 
cosity, of a temperature which must not excted 100 deg. F. during the 
test, and applying a pressure of 300 lb. per sq. in. The tank must hold 
the prescribed pressure for not less than 30 minutes without leak or evidence 
of distress. The anchor rivets and their protective coverings must be 
installed before this test is made. 

(b) Each tank must also be tested, after being anchored to under 
frame and before being in service, by an air pressure of 100 Ib. per 
sq. in. must be lied to the tank, also separately to the space 
between eads of the anchor rivets and their protective coverings 
Calking of welded joints to stop leaks developed during the 
a tests is not permitted. Repairs must be made as prescribed in 
"ar. 5. 

13. Tests of Safety Valves——Each valve must be tested. before being 
put in service and also at intervals as prescribed in Par. 14, by attaching 
to a compressed air or gas line and applying pressure. The valve must 
open at the maximum pressure or not below the minimum pressure pre- 
scribed in Par. 9 (c) with no tolerance above the maximum opening 
pressure nor below the minimum opening pressure 

14. Retests of Tanks, Anchor Rivet Covers and Safety Valves.—Tanks 
must be retested to a pressure of 300 Ib. per sq. in. anchor rivet covers to 
a pressure of 100 Ib. per sq. in. and safety valves to a pressure as pre- 
scribed in Par. 9 (c), by the methods prescribed for original tests in Par 
12 and 13, at intervals of not more than two years. Tanks must also be 
retested before being returned to service after any repairs requiring weld- 
ing. Reports must be rendered as prescribed in Par. 16 

15 Marking.—Each tank must be marked as follows 

(a) IL. C. C.-105A300 in letters and figures not less than three-cighth 
in. high, stamped plainly and permanently into the metal near the center 





— 






(c) 





f one head of the tank. This mark must also be stenciled on the jacket 
in letters and figures at least two inches high. 
b) Initials of manufacturer and date of original test of tank in let- 
rs and figures not less than 3% in. high, stamped plainly and permanently 
nto the metal of the tank immediately below the stamped mark specified 
in Par. 15 (a) These initials and date must also be stenciled on the 
acket in letters and figures at least 2 in. high 

(c) Date on which the tank was last tested, pressure to which tested, 
place where test was made, and by whom, stenciled on the jacket. 

(d) Date on which the valve was last tested, pressure to which tested, 
place where test was made, and by whom, stenciled on the jacket 
(e} Water capacity of the tank in pounds stamped plainly and per- 
ently in letters and figures not less than % in. high into the me 
of the tank immediately below the mark specified in Par. 15 (b 
mark must also be stenciled on the jacket immediately below the dome 
platform and directly behind the ladder, or ladders if there is a ladder 
on each side of the tank, in letters and figures at least 2 inches high, as 


| ws 








Water capacity of tank 
000,000 pounds 
16. Reports.—The builder of the car on which the tanks are mounted 
must furnish to the car owner, to the Bureau of Explosives, and to the 
secretary, Mechanical Division, American Railway Association, before the 
car is placed in service, a report certifying that the tank and its equip- 
nent complies with all of the requirements of this specification, including 
passing of tests and marking. In case of extensive alterations or rebuild 
ng of the tank, a similar report must be rendered to the same parties. 
For the periodic retests of tanks and safety valves, other than as above 
! entioned, report must be rendered only to the Bureau of Explosives and 
the car whet 


Appendix B—Shipping container Specification No. 
103C—Riveted chrome iron tanks to be mounted 
on or to form part of a car 


Regulations of the interstate commerce commission for the 
transportation of explosives and other dangerous articles by 
freight govern the use of tanks meeting the requirements of 
this specification. Approved, effective August 15, 1928. 

Tanks built under this specification must comply with all of 
the requirements of specification No. 103, except as hereinafter 
provided 


Type.—No change 
2. Bursting Pressure—No change. 

3. Materf®i.—All plates and rivets, and all projections and their 
closures, must be made of a metal capable of resisting the action of nitric 
acid without loss of more than 0.05 gram in weight per sq in. of su-face 
exposed, when tested by submersion for a period of one month at 100 
deg. F. in nitric acid of not less than 66 per cent strength, and having 
a content of 1 per cent of sulphuric acid (HgSO,) and 0.1 per cent of 
hydrochloric acid (HC1). 

Thickness of Plates—No change 

Dishing of Tank Head.—No change. 

Riveting.—No change. 

Preparation for Calking.—No change. 

Calking.—No change, except that inside calking of the seam formed 
by attachment at expansion dome to tank is required when the opening in 
tank shell is cut out to the full diameter of the dome. 

9. Expansion Dome.—(a) No change, except that the expansion dome 
must have a capacity of not less than 1 per cent. 
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N except that the opening in tank shell within the dome 
ny te t . the full diameter of the dome 
\ dome ead and manhole ring cast in one piece may be used 
| late dome hea 
losures for Manholes No change 
Prote sauging Devices, Bottom Outlet Valve Operating 
mism, ar , g and Discharge Pipes.—Not required, but should 
he ta be ¢« ed with venting and discharge pipes, the pipes must 
be tightly closed as prescribed in Para. 12 
V enti wand rge Pipes.—Valves not required, provided the 
urge g sed with a cap, plug, or other suitable fitting 
and the venting ipe is equipped as prescribed in Para. 14. 


bottom discharge outlet with valve 


m it roe /utiets No 


$s pert c tt nk may be equipped with a bottom washout casting 
ymplying w 1 tl wing requirements 
i Phe st t und closure of the bottom washout casting must 
be such that it is tight against leakage, and in case it receives a blow it 
w break off without ing the tank or causing the tank to lose its 
b) The extreme projection of the bottom washout casting must be 
at least | n¢ s above the top of rail 
14 afet Valves (a) The tank must be equipped with either a 
sa fe valve not less than 2 in. in diameter mounted on expansion dome, 
r a venting pipe t less than 2 in. in diameter closed with a frangible 
f lead of ther suitable material of a thickness that will insure 
rupture at a res er higher than 60 Ib. per sq. in., or a venting 
pipe « pped w baffle plates so designed as to relieve pressure without 
permitting spiashing ! yntents 
One safety valve or vent must be provided for each tank or 
tment t 
( The safe valve must be set to open at a pressure of 60 Ib. per 
sq For tolerance see Para. 18 on _ tests.) 
15. Fivtwres, Heater Pipes, Seating Pads and Other Attachments.— 
No change 
16 Plugs for Openings.—No change, except that plugs must be of the 
naterial prescribed in Para. 3 
17 Tests Tanks.—No change, except that acid may be used for 
filling the tank and dome when testing tanks which have not been in 
service more than 12 years 
18 Tests Safety Valves.—Valve must be tested, before being put 
in service and also at intervals as prescribed in Paragraph 19, by attach- 
ng to an air line and applying pressure. The valve must open at the 
pressure prescribed in Paragraph 14 (c), with a tolerance of plus or minus 
19. Retests Tanks and Safety Valves.—Tanks and safety valves 
must be retested as prescribed for original tests in Para. 17 and 18, The 
first retest must be conducted within 4 years after the original test, and 
subsequent retests at 4-year intervals up to 12 years of service, thereafter 
ut 2-year intervals up to 20 years of service, and annually after 20 years 
of service Tanks in service over 12 years must be retested with water 
nly and be internally sepeniel before each retest is made. 
0 Marking Each tank must be marked as follows 
(a) No change, except that marking must be ICC-103-C. 
b) No change 
r No change 
No change, except that this marking is not required when tank 
s pped w a ve g pipe as prescribed in Paragraph 


rts No change 


Appendix C—Bottom Discharge Outlets 


year the activities of your sub-committee on 
Outlets have been greatly curtailed: 


During the past 
Bottom Discharge 


1. Due to the fact that only one new design of bottom dis- 
harge outlet worthy of serious consideration has been sub- 
mitted to the sub-committee for action. Three other designs, so 
impracticable or so incomplete that action by the sub-committee 
was not necessary, did not progress beyond the initial inquiry 
stage, although the applicants were duly advised in regard to 


the 
tions to the 


2. Due to the 


proper procedure to be followed in presenting their applica- 
lank Car Committee for further action. 
fact that the joint committee comprised of rep- 
resentatives of the American Railway Association, the American 
Petroleum Institute, and the American Railway Car Institute, 
appointed in 1926 to make special tests of bottom discharge 
outlet valves, safety valves, and manhole covers, started to func- 
tion early in 1927 and during the year tested eleven different 
designs of bottom discharge outlet valves, nine of which had 
previously been submitted to the sub-committee for considera- 
tion and approved for service trial as meeting the requirements 
of the A. R. tank car specifications effective March Ist, 1926, 
and the interstate commerce commission specifications effective 
July Ist, 1927. The other two valves also comply with these 
specifications. These tests fully justify the opinion maintained 
by the sub-committee for a number of years past that bottom 
discharge outlet valves should be positively held on their seats 
by some means other than a spring. Likewise, several accidents 
in which the bottom outlet casting was broken off of tank cars 
equipped with bottom discharge outlet valves complying with 
the new ifications serve to demonstrate the efficiency of 
valves under conditions which have been the chief sources 
charged to bottom outlet failures. 

Questionnaires received to date covering the performance of 
valves appro ved for trial indicate that the valves are 
and that although they are occasionally found 


spec 
these 
es] 


ort iosses 


service 


reasonably tight 


to be difficult to open, they are considered more satisfactory from 

the operating and maintenance standpoints than the old wing 
type, spring held val € 

Our records indicate that nearly 7,000 valves complying with 

the new spe tion are in service today, chiefly on cars built 

ice M 192 Recently a request has been received 

l of one of the new type valves on 
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cars originally equipped with the spring held valve, and it is 
anticipated that as the owners of tank cars come to realize the 
advantages of specification valves, there will be a great in- 
crease in the number of old cars so equipped, which should lead 
to a material reduction in the losses due to bottom outlet failures. 
From now on, new designs of bottom discharge outlet valves 
submitted to your sub-committee for approval will be required 
to undergo a series of tests the same as those inaugurated by 
the joint committee. For further information in regard to these 
tests you are referred to the joint committee’s report on tests 
of outlet valves, which report is approved by your sub-committee 
with the following reservation: 
That in lieu of the requirement that the valve shall 
be so constructed that when closed it may not be forced 
open from the underside by a hydrostatic pressure of 
200 pounds per square inch in the outlet casting, the 
present I. C. C. specifications be revised to provide that 
the design of the valve members within the tank shall 
be such that at the weakest point they shall withstand 
a vertical stress not less than 40 per cent greater than 
the stress required to break the weakest part of the 
bottom outlet casting. 
The sub-committee report was signed by W. E. Cooper, 
chairman, J. T. St. Clair, A. E. Smith, and T. Beaghen, Jr. 


Appendix D—Joint Report on Bottom Outlets, 
Safety Valves and Dome Covers 


Under date of November 2, 1925, A. G. Trumbull, 
of the Tank Car Committee of the American Railway 
tion, appointed a Joint Committee on Bottom Outlets, 
valves, and Dome Covers, consisting of the following: 

American Railway Car Institute—R. H. Davenport, manager, 
tank car department, American Car and Foundry Company; 
James Dhu Andrews, Standard Tank Car Company; O. J. Parks, 
chief engineer, General American Car Company. 

American Petroleum Institute—Thomas Beaghen, Jr., Mex- 
ican Petroleum Corporation; A. E. Smith, vice-president, Union 
Tank Car Company; E. A. Kraft, Pure Oil Company, Chicago 
Illinois. 

American Railway Association—A. G. Trumbull, chief 
mechanical engineer, Erie; W. C. Lindner, chief car inspector, 
Pennsylvania; W. E. Cooper, Bureau of Explosives. 
to make a thorough investigation of the above named devices 
now in use on tank cars with a view to suggesting improvements 
if possible and also to designate preliminary tests which these 
devices should meet prior to service. 

The first meeting of this joint committee was held on February 
17th, 1926, for the purpose of discussing and obtaining ideas as 
to just how the committee should function. Mr. Trumbull 
appointed A. E. Smith as chairman of the joint committee and 
also appointed a sub-committee consisting if: R. H. Davenport, 
Thomas Beaghen, Jr., and Col. W. Dunn; for the purpose 
of arriving at definite conclusions. 

[The committee then gave a complete report of its mectings, 
the proposed scope of the investigation, of the employment of 
D. V. S. Stroop, associate engineer of the Bureau of Standards 
to supervise the tests, description of the test plant and method 
of testing.—Editor] 


chairman 
Associa- 
Safety 


OuTLets TESTED 


The bottom outlets tested during this investigation may be 
divided into two classes: 

Class A: This class was represented by valves No. 2 and No. 
13. They utilized non-metallic elastic material in effecting the 
valve closure. The successful use of valves in this class pre- 
supposes that suitable materials are available or many be pro- 
vided which will successfully resist the solvent and other deterio- 
rating action of the lading in the car in which the valves is to 
be installed. It further pre-supposes that the shape and elastic 
properties of the non-metallic material will not be seriously im- 
paired by a considerable number of operations of the valve. 

Class x This class was represented by such valves as No. 
1, No. 3, No. 4, No. 5, No. 6, No, 8 and No. 9. These are the 
valves which depend upon a full metallic closure and are the 
outgrowth of the familiar spring held valve that has been in 
general use for a number of years. Even when such valves are 
positively held on their seats it is often difficult to maintain a 
tight closure. It is supposed that every user of tank cars has 
had some trouble with this class of valve. The seats may be- 
come pitted or scored from sediment,, corrosion may cause 
troublesome leakage and unskilled regrinding may make a 
valve worse instead of better. In spite of the numerous diffi- 
culties encountered in this class of valve they may serve ade- 
quately for long periods of time with only small leakages if 
they are positively held on their seats. 

The tests made on all of the valves during this investiga- 
tion were such that the defects in the Class B valves were more 
than those in the Class A valves. This was but 


apparent 
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natural since it was known that most of the valves submitted 
would fall in the B class. Therefore, it must not be too readily 
assumed that the Class A valves, which performed so well in 
the tests, are the final word in valve construction. 

It appears that more effort has been devoted to the develop- 
ment of Class B valves than to Class A valves. As there has 
been considerable improvement in Class B valves during the 
past few years, it may be assumed that further improvements 
in both classes may be expected in the next few years, particularly 
in the Class A valves. 

For this reason, it is not deemed advantageous to recom- 
mend the adoption of a standard outlet valve until all of these 
newer types of valves have been thoroughly tried out under 
severe service conditions. 

Since the Class A valves appear to give greater promise of 
stopping drop leakage and are likely to be of greater value 
for use on tank cars where it is desirable to prevent all leak- 
age. it is felt that valves of this class should be more rigor- 
ously tested than Class B valves. 

It is believed that information of considerable value has been 
obtained from the tests made during this investigation and it 
is felt that all new valves proposed for use on tank cars might 
well be tested in a similar manner before being authorized for 
ser vice. 

With this in mind it is proposed that specifications and test 
procedure be adopted to cover new valves proposed for use on 
tank cars. Every valve submited should conform to the speci- 
fications and pass the tests prescribed for the class to which it 
belongs before it could be authorized for service. 

The following specifications and tests are suggested : 


Class A Outlet Valves—Definition 

Class A outlet valves shall be understood to mean any and all tank 
car bottom outlet valves so constructed that closure is ordinarily secured 
by means of a suitable non-metallic material, provided such valves mect 
the following specifications and minimum requirements when tested as 
prescribed for that class of valves 


Application for Service 

Each application for authority to make a service installation of a Class A 

itlet valve shall be accompanied by the following information: 

(1) A complete set of dimensioned working drawings of the outlet 
valve 

(2) A complete set of specifications covering the materials used, 
the details of construction and operation, and the service in 
which the valve is proposed for use. 

(3) A certificate signed by the manufacturer of the non-metallic 
material showing that the specified material is suitable for use 
in the manner and service specified. 

4) A report by the Purdue University, or other approved agency, 
showing that the outlet valve has been properly constructed and 
tested as hereinafter specified and that it has fully met the 
minimum requirements for a Class A valve. 


nstruction 

(1) The non-metallic material used in the valve shall be certified by 
the maker to have met all specified requirements when subjected to the 
tests herein prescribed for such materials 

(2) The valve shall be so constructed that when closed it may not 
be forced open from the underside by a hydro-static pressure of 200 Ib. 
per sq. in. in the outlet casting 

(3) A supplementary full metallic closure shall be provided and so 

nstructed that, if the non-metallic material fails or is omitted, the valve 
will meet all the requirements specified for a Class B valve. 

(4) The valve shall be so constructed that no part of the valve shall 
extend below the V-groove in the outlet casting unless it is scored or so 
constructed that it will break without unseating the valve. 


Tests 

(1) The non-metallic material shall be tested as follows: 

(a) Three representative samples shall be taken of the material and 
shall be cut so as to have an original cross sectional area of not more 
than one square inch. 

(b) Determine ultimate tensile strength of sample No. 1 
per square inch for cross sectional area of unstressed sample. 

(c) Immerse samples No. 2 and No. 3 for 96 hours in 
bath of product in which it is proposed to use the material. 
gasoline of certain grade. 

(d) Upon removal of sample from bath, determine the per cent increase 
in cross sectional area compared with original area. 

(e) Dry sample No. 2 in oven at 100 deg. F. for 24 hours. 

(f) Determine per cent increase in cross sectional area compared with 
original area. 

(g) Determine ultimate tensile strength of sample No. 2 in pounds per 
square inch of cross sectional area of original unstressed sample. 

th) Determine per cent of original sample No. 3 that was dissolved 
in the 100 deg. F. th after the sample has been thoroughly dried in an 
oven at such a temperature and for a sufficient length of time to insure 
that all of the liquid product has been driven off. 

(2) The completely assembled valve shall be installed in a swinging test 
tank of approximately 2,000 gallons which when filled with water shall be 
impacted against a loaded railway car, or equivalent obstruction, fifteen 
times at an average speed of five miles per hour. No draft gear or coupler 
shall be installed on either the swinging tank or the bumper to absorb any 
part of the impart shock, which should be transmitted directly through the 
solid buffer plates, the center sills and the tie plates to the tank 
(3) The outlet casting shall be closed with a suitable tapped fitting 
and by means of a suitable pump the casting shall be subjected to an 
nternal hydrostatic pressure of 200 Ib. per sq. in. 

(4) Five gallons of rust and scale from tank cars shall be added 
to the water in the tank and the valve shall be opened and closed 50 


in pounds 


100 deg. F. 
For example, 


nes 
(S) After 


refilling the tank with water, the valve shall be fully 

pened to drain the tank and determine the discharge capacity of the 
valve 

6) The non-metallic material shall then be removed and the valve 
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This test shall 


tested, using only the supplementary metallic closure. 
valves except 


conform in all respects to the tests prescribed for Class B 
in regard to the breaking of the outlet casting. 

(7) Afcer completing all of the above tests the non-metallic material 
shall be replaced, the valve closed and the tank filled with water. The 
outlet casting shall then be broken off with the tank swinging at a speed 
of five miles per hour against an obstruction so placed that the blow is 
delivered directly to the outlet casting at or near the level of the bottom 
of the center sills. 


Minimum Requirements: 

(1) The non-metallic material shall meet the following. requirements: 

(a) (Test 1-d) After 96 hours immersion the cross sectional area 
of the sample shall not increase more than 25 per cent when com- 
pared with the original sample 

(b) (Test 1-f) After drying, the cross sectional area of the 
sample shall not exceed 105 per cent of the cross sectional area of 
the original sample 

(c) (Test 1-g) After drying, the ultimate tensile 
the sample shall be at least 80 per cent of the ultimate 
of the original sample. 

(d) (Test 1-h) Not more than 4 per cent by weight of the 
original sample shall be dissolved by the liquid product in the 96 
hour immersion test. 

(2) (Test 2) he valve shall not leak during or at the conclusion of 
the impact test. 

(3) (Test 3) The value shall not be damaged in any way by the hydro- 
static pressure in the outlet casting and shall not leak when the pressure 
is released. 

(4) (Test 4) 
the operative test. 

(5) (Test 5) The discharge capacity of the valve for water should 
exceed 200 gallons per minute 

(6) (Test 6) The requirements for 
same as those specified for Class B valves. 


strength of 
strength 


The value shall not leak upon closure at any time during 


passing this test shall be the 


Class B Outlet Valves—Definition 
(7) (Test 7) The valve shall not leak when the outlet casting is broken. 
Class B outlet valves shall be understood to mean any and all tank 
car bottom outlet valves constructed entirely of metal, provided such 
valves meet the specifications and minimum reouirements when tested 
as prescribed for that class of valves. 


Application for Service 
tach application for authority to make a service installation of a Class 
B outlet valve shall be accompanied by the following information: 

(1) A complete set of dimensioned working drawings of the outlet 
valve. 

(2) A complete set of specifications covering the materials used, 
the details of construction and operation and the service in 
which the valve is proposed for use. 

(3) A report by Purdue University or some approved testing labora- 
tory showing that the outlet valve has been properly constructed 
and tested as hereinafter specified and that it has fully met 
the minimum requirements for a Class B outlet valve. 


Construction 

(1) The valve shall be so constructed that when closed it may not 
be forced open from the underside by a hydrostatic pressure of 200 pounds 
per square inch in the outlet castirg. 

(2) The valve shall be so constructed that no part of the valve shall 
extend below the V-groove in the outlet casting unless it is scored or so 
constructed that it will break without unseating the valve. 


Tests 

(1) The completely assembled valve shall be installed in a swinging 
test tank of approximately 2,000 gal. which when filled with water shall 
be impacted against a loaded railway car, or equivalent obstruction, fifteen 
times at an average speed of five miles per hour. No draft gear or coupler 
shall be installed on either the swinging tank or the bumper to absorb any 
part of the impact shock, which should be transmitted directly through the 
solid buffer plates, the center sills and the tie plates to the tank. 

(2) The outlet casting shall be closed with a suitable tapped fitting 
and by means of a suitable pump the casting shall be subjected to an 
internal hydrostatic pressure of 200 Ib. per sq. in. 

(3) Five gallons of rust and scale from tank cars shall be added to the 
water in the test tank and the valve opened and closed 50 times. 

(4) After refilling the tank the outlet casting shall be broken by swing- 
ing the test tank at a speed of five miles per hour against an obstruction 
so placed that the blow is delivered to the outlet casting at or near the 
level of the bottom of the center sills. 

(5) Upon the completion of the above tests the full tank of water shall 
be discharged through the fully opened walve in order to obtain its dis- 
charge capacity. 


Minimum Requirements 

(1) (Test 1) Leakage through the valve during the impact testing 
shall not exceed one fluid ounce of water per minute at any time. 

(2) (Test 2) The valve shall not be damaged in any way due to the 
200 pounds per square inch hydrostatic pressure in the outlet casting and 
shall not leak more than one fluid ounce of water per minute when the 
pressure is released. 

(3) (Test 3) The value shall be capable of closing off all but one 
fluid ounce of water per minute at any closure during the operative test. 

(4) (Test 4) The valve shall mot leak at a rate of more than one 
fluid ounce of water per minute afte? the outlet casting is broken. 

(S) (Test 5) The discharge capacity of the valve for water should 
exceed 200 gallons per minute. 


Service Installation for Class A and B Bottom Outlets 

(1) A complete record of the service installation of such valves shall 
be furnished to the Tank Car Committee of the American Railway Asso- 
cia‘‘sa by the party to whom the authorization is granted. ‘ 

(2) The same party shall be responsible for the obtaining of all in- 
formation regarding the performance of the valves on a form prescribed 
by the Tank Car Committee of the American Railway Association, the 
movements of the cars and the commodities transported for a period of 
12 months of active service. 

(3) At the end of 6 and 12 months of active service, all such infor- 
mation shall be suitably compiled and submitted to the Tank Car Com- 
mittee for its information in deciding on the suitability of the valve for 
continued use on tank cars. 

None of the valves submitted during this investigation were tested to 
the extent above suggested for Class A valves. However, valves No. 2 
and No. 13 successfully passed all of the tests which were made and 
oe should be considered as possible successful types of valves in that 
class 
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Ives submitted, No. 1, No. 3, No. 4, No. 5, No. 6, 
No. 8 and No. 9 are considered as possible successful types of valves in 
4 has been subjected to the criticism that it may not remain 
closed in the event of a wreck where the tank car after talling a dis- 
i tri the ground in an inverted position and then roll over 
on its side It is believed that this objection can be eliminated by a 
suitable ange in the control mechanism. 

Valve N ~ een authorized for service trial and it will un- 
doubte be referable t ige its suitability from the results of these 
mitted for test could not be made tieht they were 
I a particularly low discharge rate. They were 
uct test or the breaking of the outlet casting. No 
recommendation is made in regard to this valve which should be judged 
by its performance ing service trial. 

Valve N ¢ useed the tests satisfactorily but did not conform to the 

t ‘wi closed it may not be forced open from the 
accomplished the No. 6 valve 


1iff tt perate nd had 


e by pressure.” Until this is 

service. 

M Str report f November . 1927, covering a service valve 

the B 18s, approved by the Tank Car Committee clearly indicates 
valves are not properly maintained and 

proper care for 


¢ expected . tank ar 
ttee “w nes te en hasize the necessity for 


ntenance f all classes of tank car valves 


RECOM MENDED 


valves be recognized and 


usses of outlet 


with both non-metallic and metallic 
ilves with metallic closure only. 
Val tl tall l hy 
(2) That detailed specifications, test and service procedure 
suggested in this report, be adopted as tena- 
That ee hia § 


it valves No. 1, No. 3, No. 5 and No. 13 be authorized 

2 authorized for service after the 

ilve has been modified to provide a supplementary full metalic 
ure ‘mergency use and subsequently tested as precribed. 

(5) That valve No. 4 be authorized for service provided 

anism is modified so as to prevent the 

tank car is inverted and subsequently 


} That valve No > be 


the valve ontrol mec! 
valve opening when the 


(6) That valve No. 6 be authorized for service as soon as it 
1 satisfactory means to prevent it from being 
open from the under side by pressure and subsequently 


tested as prescr bed 


is proviaced W 


fi | ced 


SAFETY VALVES 


In making tests of safety valves the following procedure was 
followed: 

Leakage tests were made with air pressure in test tank and 
by observing bubbles passing through the valve when the top 
of the cage was filled with water. 

In order to accurately determine the discharge capacity of 
any valve, it would be necessary to provide an extensive reser- 
voir capacity of compressed air. This was not thought to be 
necessary or desirable as a comparative test could be made which 
would give sufficient information to judge whether a proposed 
valve could relieve the presssure in a tank as rapidly as the 
A. R. A. Standard safety valve. 

The procedure was to install the safety valve and clamp the 
clapper down hard against the seat, then bring up the pressure 


in the 266 cubic foot tank to approximately 40 Ib. per sq. in. 
and release the clapper. 
A continuous record of pressure variation in the tank was 


outlined on a chronograph. It was known that a certain amount 
of lag in the action of the instrument prevented the recording 
of the exact pressure existing in test tank at a given instant 
but the results obtained indicate that comparison could be made 
between safety valves. This is not intended to be a final method 
of determining the discharge capacity of any valve but is an 
inexpensive means of making approximate comparisons between 
an unknown valve and a valve the discharge capacity of which 
is known to be satisfactory. 


RECOM MENDATIONS 


(1) Because of erratic performance of valves No. 7 to No. 
12 inclusive, it is recommended that all valves of this design 
should be removed from tank cars used for the transportation 
of inflammable liquids. 

(2) Because of the inability of valves No. 1 to No. 6 in- 
clusive (Standard A. R. A. Safety Valves), to prevent vapor 
leakage at low pressures, it is recommended in order to get a 
tight closure that valves should be ground in periodically and 
further consideration be given to the use of a more satisfactory 
method of closing on valves in service on tank cars used for the 
transportation of highly volatile inflammable liquids. 

(3) Valves No. 16 to No. 18 inclusive, appear to present 
a distinct advantage over all of the valves tested in regard to 
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vapor leakage and it is recommended, subject to slight changes 
for improving their discharge capacity and not to be less than 
that of the present A. R. A. Standard safety valve, that the 
use of these valves be authorized as optional equipment on tank 
cars used in the transportation of highly volatile inflammable 
liquids or other service where the yolatility of the product 
transported makes it desirable to prevent vapor leakage at low 
pressures. 


Dome Cover 


It will be noted from Mr. Stroop’s report that but one dome 
closing arrangementi was submitted to the Joint Committee for 
test. It is recommended that, provided the design of this de- 
vice is so improved as to prevent the removal of entire assembly 
from a tank car containing internal pressure, it be authorized 
for application as optional equipment on tank cars transporting 
highly volatile inflammable commodities if its present service 
trial record proves satisfactory. 

The Joint Committee asks the Associations to signify their 
approval of the above recommendations so that appropriate 
action can be taken by the Tank Car Committee of the Ameri- 
can Railway Association, which will in turn, through its Chair- 
man, obtain endorsement of this method of procedure by the 
Interstate Commerce Commission. 

The Joint Committee feels that substantial progress has been 
made in requiring preliminary tests of devices before applica- 
tion can be made to tank cars for service as an inventor will 
necessarily have to pay for this preliminary test which will tend 
to eliminate devices which are unsuitable for service. If the 
devices satisfactorily meet this preliminary test, there should be 
no reason to delay approval for service. With the results of 
the service before them, delays in giving approval for unlimited 
usage by the Interstate Commerce Commission and the Ameri- 
can Railway Association would be avoided provided the devices 
satisfactorily meet both the preliminary and service tests. 

As far as the Joint Committee is aware, all parties who had 
made a request for approval of their devices were notified and 
given an opportunity to submit them for testing by the Joint 
Committee. The test apparatus, donated by the Union Tank 
Car Company, has now been installed at Purdue University and 
in future all new outlet valves, dome covers and safety valves 
to be used on tank cars must be submitted for test at and by 
that institution in accordance with the above recommendations. 

The Bureau of Standards rendered invaluable assistance in 
connection with the work undertaken by the Joint Committee 
and the Committee feels that the interests represented by the 
Joint Committee were extremely fortunate in having .secured 
the services of Mr. Stroop, who, throughout all of the period 
covered by the experimental work, demonstrated that he was 
able, resourceful and thoroughly competent. The Chairman 
also wishes to thank all of the members of the Joint Committee 
for their co-operation. 


Appendix E—Dome Covers and Safety Valves 


No. 1—A. R. A. Standard bolted type of dome cover for 
Class IIl cars adopted by letter ballot, Circular DV-483, has 
been filling the requirements for this class of car and to date 
we have had no complaints regarding its proper functioning. 

No. 2—Your Committee will shortly submit a design of 
dome cover for class IV cars for which there is at present 
no standard. The fundamental principles of this cover are now 
embodied in covers in services on tank cars of various owner- 
ships and have given satisfactory service. 

No. 3.—The A. R. A. standard screw type dome cover with 
internal lift actuated by pressure within the tank, which is in- 
tended to prevent its removal while pressure exists, reported 
on in our 1927 report, has, from questionnaire reports received, 
successfully passed the experimental stage to permit more ex- 
tensive application. 

No. 4—The development of a suitable loading and unloading 
device which will obviate the necessity of removing dome covers 
when loading or unloading inflammables to overcome the losses 
of volatile gases as well as reducing the hazard incident to this 
operation is still in the experimental stage; however, certain of 
the devices now under trial have shown the possibility of per- 
fecting such a device and your Committee is actively following 
up their performance. 

The Skelly loading and unloading device has been applied to 
a number of cars and we have had no reports of unsatisfactory 
service. 

Shanley loading and unloading device: None applied. 

Humble loading and unloading device: Applied to 55 cars; 
no reports received indicating unsatisfactory service. 

Union Tank Car Company closed circuit device: Applied 
to 225 cars; performance 4 

Outrage Eliminating Device, formerly Manhattan Supply Co. 
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Applied to 68 cars; general service good, one or two instances with A. R. A. Standard design, except that a resilient gasket 
f leaks at bottom outlet valve rod stuffing box, sand holes in will be provided to form a secondary closure of the valve. 

castings, and it was necessary to renew two resilient gaskets. This valve will be given a laboratory test to check its discharge 

Service otherwise satisfactory. capacity as well as tightness before it is placed in service. 
Future development of dome covers on tanks carrying in- The report of the Sub-committee was signed by W. C. Linp- 

flammables should embody features that will make it unneces- NeER, Chairman, Geo. McCormick, J. T. St. Cram, A. E. Smiru. 

sary to remove the covers when loading and unloading and 

ali such covers should be given a laboratory tests as recom- ; ; 

mended by the Joint Committee of the A. R. A. A. P. IL. and Discussion 


A. R. C. I. before they are put in service. Mr. Brazier: I move the report be accepted and the 
proper portions be submitted to letter ballot. 

(The motion was carried.) 

Chairman Smart: We have a report that we cannot 
do justice to if it is presented today. I am going to 


SAFETY VALVES 
Tests conducted on various designs of safety valves indicates 
that the present A. R. A. standard design is satisfactory in so 


far as proper functioning from a safety standpoint is concerned; suggest that we take this up the Wheel Report the first 
lowever, mplaints have been made regarding the tightness f thing tomorrow morning. 

the valves up to the predetermined opening pressure. To over- -d 

ome this condition a valve is being developed in accordance (The meeting then adjourned. ) 


Enrollment Committee 


Bottom row, left to right—J. E. Brown, chairman; F. E. Dodson, vice-chairman; C. A. Otto Second row—T. F. Sheridan, F. C. Koch, P. B 
Miller, P. D. Mallay. Third row—W. R. Van Steenburg, H. L. Burrhus, G. Gregory, B. T. Moffatt, M. K. Tate. Fourth row—F. M. Hartley, 
Jr., G. M. Buchannan, R. C. Bucholz. Top row—Alexander Smith, J. E. Leonard, P. E. Raymond, B. J. Wilson, A. D. Stuver 

















New Devices 
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Hot Water Heater 
for Motor Rail Cars 


r Hi Peter Smith Heater & Manufacturing Com 
pany, Detroit, Mich., is exhibiting a hot water 


signed particularly for use m motor rail 


cars lhe exterior lines of the heater are simple and 





The Piping Arrangement of the Peter Smith Heater 
for Rail Motor Cars 


readily ht m_ witl the general design of car equip- 


ment of thi Chis heater is constructed so as to 
obtain the greatest efficiency in fuel consumption when 


ass of service, and is designed to burn 
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Sectional View of Peter Smith Heater 


various grades of bituminous coals. While designed 
primarily to operate at greatest ethciency with bitumin- 
ous coal. it will burn anthracite coal or coke with satis 


factory results. This heater has been tested to assure 
ample capacity to cope with the worst conditions met 
in actual practice. 

The magazine and furnace are a combined unit, by 
means of which green coal is never fed directly on the 
fire, but it is gradually coked—all the volatile gases are 
burned, both in the coking process at the point of coking 
and in passing through the lower sloping grate and over 
the fire bed. Under actual test the heater has held an 
average load without stoking for a period of eight hours, 
while the magazine has an added fuel capacity of 60 Ib 
The grate in the magazine is so made to allow free 
when necessary. The heating elements stand 
an internal hydrostatic pressure test of 250 Ib. per sq. 
in. The movable parts are readily accessible and, should 
renewals be required, they can be easily reached through 
the large doors and replacements made without any 
difficulty. In installing this equipment in a motor rail 
car, one row of 2'4-in. and one row of 2-in. Vulcan 
fin tubing is used as a radiating element throughout the 
car. 

Provision is made for cleaning all parts conveniently. 
The clean-out plate at the top of the heater provides 
convenient the flues for cleaning purposes 
when necessary. The hot water feed and return con- 
nections are properly placed, thereby simplifying the 
connecting of the heater to the radiation in the car. 


stoking 


access to 


Brake Valve Cylinder Cap 


NEW cylinder cap for the equalizing portion of 
universal valves and for triple valves has been 
developed by the Westinghouse Air Brake Com- 
pany, Wilmerding, Pa. It contains a curled hair strainer 
whose purpose is to guard this vital part of the equip- 

















This Cap Contains an Air Strainer To Remove Grit Coming 
from the Brake Pipe 


ment against the relatively small quantity of fine grit 
coming from the brake pipe in the form of dust and iron 
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i xide. Results obtained with this improved cap in ser [he controller is mounted on the steering column of 
j vice have indicated that the equalizing portions will re- the bus. At starting it serves to connect the three- 
main clean and the packing rings free in their grooves generator windings in multiple, providing minimum 
for a much longer period, thus helping to improve per voltage and maximum current, and to connect the two 
formance and lower maintenance. motor windings in series. Through the different steps 


of control, the series and multiple connections are 
ae ‘ , E changed until at high vehicle speed the generator ar- 
| he Gold Straight- mature windings are in series and the motor windings in 
" : . multiple. Two resistance steps are used between each 

Shank 2-in. Coupler change of connections 

The field has three windings, a shunt winding con- 
nected to the generator brushes, a series winding, which 
carries motor current, and a tickler winding connected 
to the storage battery, which causes the machine to 
build up quickly. As one of the armatures acts as 
a motor and the other as a generator, the builder states 
that armature reaction is compenseated for without in- 
terploes and pole face windings, and that excellent 
commutation is obtained at all speeds At maximum 
speed the motor armature r. p. m. is much greater 
than that of the generator. 

One end of the generator arma‘ure is supported by 
the rear crank shaft bearing of the engine and the 
other on a large ball bearing. The motor armature is 
supported on one end on a roller bearing, and on the 
other by a large ball bearing, which surrounds the quill, 
holding the field poles 

The drive also provides an electric service brake. 
When the controller 1s placed in the braking position 
the motor acts as a generator and dissipates energy into 
i resistance For emergency braking the controller may 
ve thrown into reverse position. 


STRAIGHT-shank 2-in, coupler for use with me 
tallic conduit is included in the exhibit of the Gold 
Car Heating & Lighting Company, Bush Terminal, 


; to 


Brooklyn, N. Y. This coupler is a full 2-in., including 








For starting the engine, the generator is used as a 











starting motor. The battery is charged during normal 
The Gold No. 825-S, 2-in. Straight Shank Coupler operation by connecting it across one of the generator 


he gasket and as condensation is much greater with me 
llic conduit, the use of a gravity trap is recommended 


clear the condensation from the pockets be:ween the 


a formed by the looping of the connections Smooth Bore Metallic Conduit 


The coupler is locked in position by a wedged-shaped HE Vapor Car Heating Company, Railway Ex- 
key which is tapped over the toe of the adjoining couplet change, Chicago, has acquired the rights for the 


manufacture and sale of the former Phillips 
me‘allic steam hose, which has been redesigned and made 


Light Weight Electric ea — 
Drive for Buses 


FORM of electric drive suitable for use on buses, 
which is remarkable for its light weight, 1s being 
exhibited by the National Railway Appliance 
Company, New York. It performs the function of a 


; 


generator and motor and is contained within a single 





housing. Its form of construction is unique in that it 
embodies two armatures, which revolve in a single field. 
rhe field poles and windings, which are stationary, are 
in the center of the machine and the machine housing 
provides the return path for the magnetic flux. The 
two armatures, motor and generator, are of hollow 
squirrel cage construction, one within the other, and ro 


tate between the field poles and the housing. The unit 
on exhibit is rated at 100 hp. and weighs, complete, 
onlv 1.400 Ib. The manufacturer claims an overall 


efficiency of from 75 to &2 per cent. 
[he generator armature, which is connected directly 


to the engine, has three windings and a three-part disc 














commutator on one end. The motor armature, which 
is connected to the drive shaft, has two windings and a 
two-part disc commutator. Both armatures rotate in es 
the same direction, but at different speeds, depending on Smooth Bore Metallic Conduit Used as Passenger Car 





the speed of the engine and the vehicle. Steam Connection 


t 





It is designated as the Vapor 


throughout 
ompany’s No. 1135 smooth bore metallic conduit and 


lude this company’s exhibit. The design pro- 
vides for free flexibility under any pressures or condi- 
nd tor unlimited movement in any 
rectio1 [he smooth inner bore is claimed to eliminate 
team eddi onsequent friction which results from 
tru thin the path of the steam. It is designed 

( ect gaskets from dust or grit. 
he conduit esigned for use with 2-in. end train- 
me lves and 2-in. steam couplers, but may be fitted 
th adapter top and bottom connector castings to per- 
e wit iny | in. end valve and with the 

est team lose couplers. 


Ureco Type BA Hand Brake 


“QHE Union Railway Equipment Company, McCor- 
"| mick building, Chicago, is exhibiting its Type BA 
hand brake for use on automobile cars, gondolas, 
nd other type of car where it is desirable to keep the 


v the top of the car. 


upplies the hand-braking power recom- 
The power can be applied 
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The Ureco Type BA Hand Brake is Located Below the Top 
of the Car 


quickly owing to the novel quick take-up arrangement 
slack chain with the initial spin of 
Che double pulley arrangement at the 
| sill is unlimited as to travel and constant as to 
reduces the angle of bend which the chain 
he vertical to the horizontal, thereby 
reducing friction to a minimum and eliminating the lock- 
yf the chain links on each other. The double-pulley 

nt at the end sill limited travel, 

leverage and the for an accurate 

length of hand-brake chain and its frequent adjustment. 


eliminates 


necessity 
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A Three-Ton Elwell-Parker 


> ‘ 

Portable Electric Crane 

MONG the exhibits of the Elwell-Parker 

tric Company, Cleveland, Ohio, is a new 6,000- 

lb. capacity portable electric crane arranged so that 

it may be equipped with a special telescopic boom. With 
the exception of the phosphor-bronze drive worm, all 
of the vital parts of this crane, from the motor to the 
wheels, are made of heat-treated chrome-vanadium, 
nickel or molybdenum steel drop forgings. The crane 
is equipped with an extra heavy Elwell-Parker power 


Elec- 


plant. The axle is of the full floating type, with heavy 
yokes carrying double compound coil springs for frame 
support and automatically lubricated renewable liners 
in the axle posts. The trailing axle is an extra heavy 


steel I-beam section, with wheels carried on independent 
drop forged knuckles, and mounted on double Timken 
roller bearings. The driving wheels are equipped with 
solid rubber tires, 22 in. by 4% in., and are mounted 
in double-row ball bearings, each bearing consisting of 
32 15/16-in. balls. The trailing, or front wheel tires, 
are 15 in. by 5 in. 

The crane mechanism proper consists of a battery 
compartment which carries both the battery and the 





Elwell-Parker 3-Ton Crane with 19-ft. Boom 


hoist units which serve as a counter-weight for the 
boom and load. 

The hook and boom operating mechanism is located 
over the battery compartment. One motor operates 
both cable drums, one or the other being engaged by 
the throw of a lever located on the dash just above 
the hoist controller. The interlocking mechanism 
applies the brake on the end of either worm which 
drives the cable-drum worm wheel whenever the other 
drum is selected to operate; viz, when raising or lower- 
ing the boom the hook-cable drum is locked while an 
electro-mechanical brake on the hoist motor controls 
the cable then being used to elevate the hook. 


\ll hoist gearing runs in oil. Cables run without 
bends to the upper end of the boom. The revolving 
or rotation of the entire crane mechanism is effected 


through a controller on the dash with a slewing unit 
located beneath the battery compartment. This unit 








Vol. 84, No. 25D 


is operated by a separate motor with an electro-mechan- 
ical brake. 

The special boom shown has been developed to serve 
the high locomotives now in use on Western roads. In 
trimming these locomotives, the steam domes, super- 
heaters, turbo-generators and, especially, the throttle, 
must be lifted high over the boiler with a minimum loss 
of head room. The throttle is dropped down inside the 
dome into place. Aside from these requireme nts, which 
call for a 19-ft. boom, the balance of trimming is 
easily accomplished with boom so this 
one has been designed to telescope to as short as 12 ft 
in length, which makes it easy to handle air pumps, main 
reservoirs, side rods, pistons, cylinder bushings, couplers 
etc. Special care has been taken in this design to pro- 
vide flexibility in operation by long-range telescopic 
boom action and ample traction without increasing the 
veight to point where too great a percentage of the 
battery power will | - used in moving the tool from place 


the 


more a shorter 


to place. All Elwell-Parker safety features are incor- 
porated in cst The motors and controllers are 
fully enclosed. The steering connections are of the 
ball and socket type. The Alemite system of lubrica- 


tion is used throughout. 


Double Color-Change 
Classification Lamp 
aluminum 
double-color change 
the Dressel Railway 
Arlington, N. J. The 
ders the lamp 


tions, e. g., TWO 


CAST classification lamp with a 
is included in the exhibit by 
Lamp & Signal Company, 
- double color-change feature ren 
serviceable for three color-light combina- 
lights, two green lights, and one 

and one red light. 
The lamp has a permanently mounted base, fitted with 
two-lens helmet. Besides the ordinary single color 
change, consisting of two marker glass frames suspended 
lens openings and operated by an external 
from either side of the lamp, another set of 
lasses interposed between the first set and the 
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electric bulb, is suspended on the same axis. This second 
set of marker glasses is operated in the same manner 
as the first by external handles. 

\ shield is fastened into the helmet to concentrate the 
light so that only light that has passed through the 
marker passes through the lenses. By this 
arrangement the full efficiency of the light is maintained 
and the lens shows only the color of the marker glass. A 
secondary function of the light shield is its protection of 
the marker glasses, which are entirely covered by the 
shield and thus are protected from dust. When the 
helmet is open, the shield is easily removed, while the 
helmet locks the shield in a rigid position when the lamp 


is closed. 


glasses 


for 


Gas Rail Cars 


HE operation of gas and gas-electric rail cars may 

now have an additional safeguard by virtue of the 

safety control] feature recently developed by the 
Westiadiibaian Air Brake Company, Wilmerding, Pa 
This feature, which is similar to that being used on sev- 
eral thousand street cars, provides for automatic stopping 
of the car if the operator becomes physically disabled. It 
comprehends the interlocking of car control and brakes 
in such a way that if the operator takes his hand from 
the brake valve without first having built up a predeter 
mined cylinder pressure, the power is shut off and an 
emergency brake application made. 


Safety Control 


\ brake application valve serves to vent brake pipe 
pressure; t the brake valve embodies a pilot valve which 
actuates the brake application valve; an automatic con- 
trol switch is used in the engine ignition system automati- 
cally to interrupt the source of power; a cut-off valve 
automatically renders the safety control features inoper 
ative when a brake application has been made and a foot 
valve permits the operator to remove his hand from the 
brake valve handle without actuating the safety features, 
when desired. 


Type 0-1 Automatic 
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Diagrammatic View of the Westinghouse Safety Control Devices for Gas Rail Cars 
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Sey en-Ply Molded without separating the leaves and the graphoid sur- 


ices thus set up will permit freer performance and 


Steam Heat Hose Prevent mst 


\ant-Rust loosens rusty fish plate bolts and makes 


HE Gold ting & Lighting Company. Bus track switches work easily and also prevents freez- 
rm n, N. Y., is exhibiting a steam ing. Before using a chisel to release nuts on tender 


s been molded to obtain the truck bolts. freight car trucks, truss rods, bindet 
ve assumed by the hose in set bolts, etc., this preparation may be applied to advan- 

he vi icn 24 1 long 2 I in’ ¢ 
et n. outside diameter and which ha In the shop, it 1s recommended for use on the 
inner tul thie frictional surfaces of all tools, such as ratchet tools, 
e pu ( moulded curve is to permit air and electrically-driven tools of all kinds, drilling 
ural flow of steam without bends, thus setting up a machines, punches, lathes, planers and grinders. It 


can be used to advantage for the removal of pulleys 
from shafting where corrosion or rust formation has 
taken place. 

It can also be used to loosen rusty pipe couplings, 
nuts, bolts and machine parts. It cleans metal and 
cuts old grease and dirt. Kant-Rust, not being a 
mineral graphite, is a non-conductor, consequently 
it can be used with safety on electric motors where 
frictional oil is required, thus preventing gummuing 

rd freezing. It also releases corroded battery ter- 


inals 


National Passenger-car Window 


NCLUDED in the exhibit of The National Lock 

Washer Company, Newark, N. J., is a new type of 

passenger-car window to keep out water and dust and 
) prevent rattle. 

[he novel feature of the window is that there are no 
side stiles or top rail. The glass is mounted in the lower 
rail which is of extruded aluminum, similar to the method 

lowed in the mounting of automobile wind shields. A 
brass sill piece is placed on top of the window sill, shaped 
to receive the bottom rail of the window and to prevent 
he water from seeping in under the window lhe locks 
and lifts are attached to the bottom rail. The side con- 
struction consists of outside center and inside stops of 
rolled brass lhe center stop floats. It carries a metal 
container, in which is inserted belt runways which carry 
he glass. The center stop is provided throughout its 
ength with three coil springs, which maintain at all times 
he belt runway in proper relation to the glass, and also 
the locks, as the racks are attached to the center stop. 

\t the center header, the glass is weatherproofed by 
stripping, so arranged that it is at all times in contact wih 


the glass, thus providing a tight joint, whether the win- 





tard the flow of steam. Th dow is open or closed. The construction is such that it ts 
or flexibility on curves with no  i™possible tor water to pass around the edge of the 
' lt is said that the hose will not “8#28s-__ ihe glass is insulated against the transfer of heat 


or cold from the outside to the inside of the car. The 
model which is being exhibited covers double window 
, : y ’ construction ; however, single windows can be provided 
Kant- R ust tor | Jubricatinge with the same general construction. 

) . > Two of these windows have been tested for about a 
and | reventi ne Rust year on the Union Pacific and have proved entirely satis- 
FANT D OE ee wee ys me Windows of this type are being applied to 15 
Kk . A on stan emttaes Atinelie hie modern, 83-ft. passenger coaches being built by the Pull- 
> Kena Dn ~ = ( abit oe core man Car & Manufacturing Company for the Union 
' - bs : Pacific. 

ntains colloidal graphite mad 


vy a patented electrical process. The graphite is free 
her impurities and is fine enough to 
- Racanas h ham coms ; 
fecause of this, the graphit« , 
t ; : I Reports of railroad earnings for May show a mixed trend, 
penetrat int InaccessibDie parts | j , ] 
| ibout half the roads showing a gain over last year and the other 
f f i i age On many car and loco half a loss..-Among the roads showing increases are the Reading, 


parts it can be applied to locomotive springs the Milwaukee, the Florida East Coast and the Texas & Pacific. 








